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REGIONAL ADVISORY BOARDS 

There has been no greater forward step in recent 
years in the effort to solve the transportation problem 
than the formation and activity of the regional advisory 
boards. They are effective, not only in the working out 
of local and specific problems, but in the bringing about 
of cooperation in general between shippers and carriers 
and the realization that their interests are common. The 
Associated Traffic Clubs of America, itself organized and 
striving for the establishment of this realization, has rec- 
ognized this in the following resolution, adopted by the 
delegate body at Detroit last April and afterwards rati- 
fied by individual member clubs: 

Resolved, That the Associated Traffic Clubs of America 
endorses the ‘plan of regional advisory boards, instituted by the 
Car Service Division of the American Railway Association, as 
productive of the kind of cooperation between shippers and car- 
riers that this association advocates and as the means of ac- 
complishing much practical good in specific instances. 

In its thirty-seventh annual report to Congress, the In- 
terstate Commerce Commission gave the following endorse- 
ment to the boards: 

_ A new development now well under way is the organiza- 
tion by the Car Service Division of regional advisory boards, 
with various committees, for the purpose, among others, of an- 
ticipating car requirements and overcoming car service and 
operating difficulties which can be worked out locally. Each 
board covers a convenient district and includes in its organiza- 
tion representatives of agriculture and important lines of in- 
dustry. The committees of these boards report to the board 
as a whole, and the carriers cooperate with the boards. Both 
carriers and shippers are thus in position to understand more 
clearly each other’s problems, and through this meeting on 
common ground can harmonize their differences. As a result 
better transportation service seems assured. 

At its thirty-fifth annual convention the National As- 
sociation of Railway and Utilities Commissioners adopted 
the following Resolution : 

Whereas, The Car Service Division of the American Rail- 


way Association has, during the past year, instituted a campaign 
to provide adequate transportation facilities for all sections of 
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the United States, one of the important factors of which has 
been the formation of regional advisory boards; an 

Whereas, Advisory boards have been organized in several 
sections of the United States, which have resulted in bringing 
all interested parties together in a democratic way, resulting in 
greatly improved service; 

Therefore, be it Resolved by the National Association of 
Railway and Utilities Commissioners, in convention assembled 
this fifth day of December, 1923, that we commend the action 
of the American Railway Association in seeking a better under- 
standing with the shippers of this country through the organiza- 
tion of regional advisory boards, and bespeak for this new de- 
parture the hearty cooperation of the state commissions. 


About two years ago the Car Service Division con- 
ceived the plan of public and carrier cooperation as now 
expressed through the regional advisory boards. Since 
the inception of the first board, covering the states of 
Minnesota, North Dakota, South Dakota, and Montana, 
the movement has been extended to embrace every ter- 
ritory over which a district manager of the Car Service 
Division maintains control, except the Pittsburgh dis- 
trict. While they were suggested by the Car Service 
Division and adopted as a definite policy of the railroads 
“individually and collectively,” the regional boards are 
strictly public in their organization and control. They 
are made up entirely of shippers, receivers, farmers, and 
other representatives of industry, together with state 
regulatory bodies. Each board is divided into com- 
modity committees, which function as separate units on 
all problems pertaining to their commodities. The board 
itself is composed of the chairman and vice-chairman of 
each standing committee plus a well defined membership 
at large. It represents the common interests of all 
branches of the shipping and consuming public. Rail- 
roads meet with each board and are partners in determin- 
ing a solution of the problems considered. In brief, these 
organizations represent forums for the study of business 
and transportation conditions, to promote the settlement 
of service questions, and to establish a common meeting 
ground for shippers, receivers, and carriers for the pro- 
motion of a better understanding of the many problems 
of trade and commerce that depend on the maintenance 
of adequate transportation service. 

Unquestionably, the theory of bringing about re- 
gional groups was actuated by the truism that the trans- 
portation problem could only be solved by considering 
the needs of shippers and producers ‘who, while they may 
be located on different railroads, are confronted with the 
same shipping and economic problems, and by close co- 
operation in common territory among the carriers them- 
selves. Manifestly, the country is growing so fast and 
the ramifications of its industry becoming so manifold 
that the service questions of one center become those of 
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9:30 a.m. Mon. 4:55 p.m. Mon... .Lv. Jackson, Tenn. I. C.—M. & O.—N. C. & St. L. ; 
12:04 p.m. Mon. 17:43 p.m. Mon... .Lv. Middleton, Tenn. Southern , wi 
3:35 p.m. Mon. 11:01 p.m. Mon....Lv. New Albany, Miss. St. L. & S. F. te 
7:44p.m. Mon. 3:13 a.m. Tues...Ar. Mathiston, Miss. C. & G. in 
3:30 p.m. Tues...Ar. Meridian, Miss. A. G. $.—Southern ul 
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eth haineaaiiadiitbiindaiimaiiniimsitaininia ship Lines 


Second morning arrival from Memphis; third from St. Louis; fourth from Chicago, Kansas City 
and Wichita; at Mobile and New Orleans, and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwest- 
ern and Pacific Coast territories. 
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another similarly situated, the volume of transportation 
service accorded one industry is measured by the claims 
of others, and the responsibilities of one carrier now 
often represent an obligation of its connection or even, 
at times, its competitor. 

The basis of board organization is voluntary on the 
part of shippers, dependent on recognition by the rail- 
roads and the public that each has a definite function and 
obligation to perform. This means that a certain amount 
of time and energy is required in the solution of the 
problems of every territory and every shipper and car- 
rier has a definite responsibility in this work, during 
periods of car surplus as well as shortage, or whether his 
own industry is confronted with service problems or not. 
Especially is this true of committee work. The minutes 
of several of the organization conferences state that the 
underlying purpose of the board is.to promote the 
greatest good for the greatest number of people. This 
attribute, plus the fact that they are voluntary, gives 
these organizations greater strength and authority for 
real and lasting accomplishment than could ever be dele- 
gated by statute. 


Those responsible for service conditions and supply 
of equipment throughout the parts of the country should 
so understand the prevailing situation of industry and 
the anticipated requirements of shippers that their activi- 
ties nationally, and those of the railroads locally, may 
result in keeping ahead of the actual requirements of the 
public. This is one of the primary purposes of the re- 
gional board organizations and in this they have been 
singularly successful. Each commodity committee re- 
ports to the board meeting an analysis of business con- 
ditions as affecting that commodity production and dis- 
tribution, setting forth a prospectus of future conditions 
that will give the carriers and the Car Service Division 
a measuring stick with which to gauge their own activi- 
ties. We believe there is nothing of greater importance 
in promoting adequate transportation than this partic- 
ular phase of board activity. The public generally, in- 
terested in any one commodity having direct representa- 
tion on a regional board, can well afford to lend its ut- 
most support to the activities of the commodity com- 
mittee, thus assuring the completeness of the reports and 
a full understanding on the part of the Car Service Divi- 
sion and individual carriers as to its needs as_a whole 
in each territory. 

The executive of industry, as well as their traffic 
representatives, should understand this work and its pur- 
poses, as unquestionably the reports of these commodity 
committees will prove of great usefulness in the produc- 
tion and sales phases of individual concerns, as well as a 
transportation guide to the carriers. 

Indicative of intelligent public reaction, the weekly 
bulletin published by the Northwestern National Bank 
of Minneapolis, one of the largest financial institutions 
in that section of the country, says in its August 15 
issue: 


Results were so magically different from those of many 
former seasons that it is impossible not to acclaim the new 
power that has come into play. It has brought about not only 
cooperation between railways and shippers, but, scarcely less 
important, between the shippers themselves. Beyond doubt 
there has come about a better understanding of one another’s 


THE TRAFFIC WORLD 


589 


problems, and with a-country-wide cooperation the transporta- 
tion question should be much nearer solution. The Northwest 
is a region which exports more than it imports, and for this 
reason other sections of the country must work with us in a 
helpful spirit or our roads will be chronically short of equip- 
ment. The railroads have a gigantic problem, and one that is 
constantly changing, for they must estimate the coming needs 
of every community and plan to have cars whenever and wher- 
ever needed—like shock troops, as somebody has expressed it— 


or the result is chaos. 

Dependent on voluntary acquiesence, it is not to be 
expected that a perfection of organization and a com- 
plete coordination of all phases of production and service 
can be obtained within a short period of time. But, in 
spite of these human and natural obstacles, the success 
of the regional boards thus far insures them as perma- 
nent channels for adjusting the service relationships be- 
tween the carriers and the public. 


In addition to what we might call the research or 
analytical phases of board activities, these organizations 
have demonstrated the practicability of informal and 
“across-the-table” methods of settling transportation dis- 
putes. Many major questions have come before them 
and records show that they have been adjusted or are 
in the process of adjudication without resort to govern- 
ment authority. Not of the least consideration is the 
personal association which this relation brings about be- 
tween the railroad officers and the public. This contact 
in itself is worth more to the shippers and in the creation 
of intelligent public opinion than any other process that 


has ever been set up between the carriers and their 
patrons. 


This movement is important in the beginning of a 
new era in bringing about a solution to the so-called 
railroad problem. After all deductions are made, the 
most important factor in the development of business in 
this country is that of continued adequate transportation 
service. No greater illustration of its value to the agri- 
cultural interests can be cited than the practical com- 
plete car supply and service rendered to the Kansas farm- 
ers in the movement of their unprecedented crop 
this year. This was accomplished not only by improved 
physical facilities of the Kansas railroads, but also by 
the coordination and cooperation of shippers, receivers, 
local railroads, and the Car Service Division. Minne- 
sota and the Dakotas—states that have suffered from 
lean crops and poor prices for five years—now come to 
the front with one of the largest grain crops in their his- 
tory, and the Car Service Division says that, with the 
complete cooperation of all interests represented on the 
Northwest regional board and a recognition on the part 
of shippers and railroads in other parts of the country 
of the necessities of that territory, the best movement in 
history will be given to its production. 

The regional boards constitute a splendid method for 
taking the railroad question out of politics. They are a 
safeguard for future private and competitive operations 
and a bulwark against further encroachment of govern- 
ment into business. Those shippers who have carried 
on the organization of this work through its initial stages 
have made the greatest single contribution to the coun- 
try’s prosperity since the disarrangement of transporta- 
tion in 1922, They did far more toward this end in 1923 
than Congress has done in five years. The work and 
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ufposes of the regional boards should be broadcast and 
receive the support of every executive and traffic repre- 
sentative of agriculture and other industry. 


LA FOLLETTE AND THE RAILROADS 

Misrepresentation is the chief stock in trade of La 
Follette and his accredited representatives. Listen to 
this, for instance, from the mouth of Robert M. La Fol- 
lette, Jr., who is making speeches for father: 


Agricultural freight rates are only 60 per cent higher than 
before the war, says Mr. Butler. Only 60 per cent, and Mr. 
Butler can see no cure except to reduce railroad wages! Canada 
has found a cure. Between 1921 and 1924 she reduced agricul- 
tural freight rates to pre-war levels. And yet, paying substan- 
tially the same wage scales to members of the same railroad 
unions, the Canadian National Railways, owned by the Can- 
adian government, has changed a deficit of $37,000,000 in 1921, 
when the system was taken over under Sir Henry Thornton’s 
management, to a surplus of more than $20,000,000 in 1923. 


And, as showing how this kind of ‘thing appeals to 
certain publicists who are either ignorant or without 
conscience, and how they help to spread it, with their 
endorsement, listen to this from the pen of Arthur Bris- 
bane, the Hearst editor: 


La Follette’s son says Canada has reduced freight rates on 
agricultural products to prices prevailing before the war. And 
she pays her railroad men as well as we pay them in this coun- 
try. Also note that railways owned by the Canadian people 
have changed a deficit of thirty-seven millions in 1921 under 
private management to a surplus of more than twenty millions 
in 1923, under government management. How do you explain 
THAT? 

Here the government can’t manage everything apparently. 
It can’t even manage to keep its own high employes from steal- 
ing its own naval oil reserves. 


As an antidote and in order to learn the facts that 
La Follette and Brisbane both ought to have ascertained 
before they spoke, now read this from Charles Frederick 
Carter, of New York, a student of transportation and a 
well known writer on transportation subjects: 


Any one who will take the trouble can learn for himself 
that La Follette Junior stretched the truth beyond its elastic 
limit in every statement he sent out to the public press. The 
facts are of record and freely open to inspection. 

Young La Follette asserts that the Canadian National Rail- 
ways, owned by the Canadian government has changed a de- 
ficit of $37,000,000 in 1921 to a surplus of more than $20,000,000 
in 1923. Nothing of the kind happened, unless we concede that 
a person who does not pay his debts can save his income. 


The facts are these: In 1920 (not 1921), which was Can- 
ada’s heaviest traffic year, the National Railways amassed an 
operating deficit of $37,024,805; that is, the lines failed to earn 
the cost of operation by that sum, leaving entirely out of con- 
sideration such trifles as fixed charges. In 1923, under the 
skillful guidance of Sir Henry Thornton, born in the United 
States and thoroughly trained in methods and principles of 
management of American privately-owned railroads, this oper- 
ating deficit was changed into an operating surplus of $20,- 
236,563. That is, the sum named was left after paying the ex- 
penses of operation for the year. 


But the matter does not end there. Those who lend money 
except to be paid interest thereon, and some even go so far as 
to expett the principal to be repaid when due. To settle this 
little Matter of interest on the huge sums borrowed by Canada 
to finance these National Railways, the government had to fork 
over the operating surplus of $20,236,563 to its creditors and 
then call on the taxpayers for $74,550,000 more to satisfy these 
same creditors. That is equivalent to $8 per capita for Canada’s 
population of 9,000,000 or, say, $40 for the average head of a 
family to pay out of his pocket just for the privilege of living 
in a land blessed with government-owned railroads—$40 a year; 
some years it has been much more. 


; Regarding young Mr. La Follette’s sneering complaint that, 
while freight rates are 60 per cent higher today than they were 
before the war, the railroads can find no way to reduce them 
except by reducing wages. Inasmuch as wages constitute 44.4 
per cent of railway expenses, and inasmuch as railway wages 
are now approximately 136 per cent higher than they were in 
1914, and inasmuch as fuel, the principal cost of which is labor, 





constitutes 35 per cent of railroad expenses, it is quite true that 
there is no way to reduce railroad rates without involving a re- 
duction of wages. 

Mr. La Follette, in his statement, claims that the govern- 

ment-owned Canadian railways pay “substantially the same 
wage scales” to railroad employes that are paid on the railroads 
of the United States. The facts are that in no branch of rail- 
road service, ranging through the grades of clerks, checkers, 
maintenance-of-way employes, shopcraft workers, and train 
service employes, are the rates of wages to these classes in 
Canada as high as those now existing in the United States. 
All Canadian wage schedules are lower. 
Finally, with regard to that reduction in rates to pre-war 
levels. It is quite true that some rates have been reduced to 
some people, but that doesn’t tell the story, as the poor Canad- 
ian taxpayers can testify. 


The story begins in 1897, when the Canadian government 
advanced a cash subsidy of $3,630,000 and 1,000,000 acres of 
land, then considered of doubtful value, to enable the Canadian 
Pacific Railway to complete its Crow’s Nest Pass line. In re- 
turn, the Canadian Pavific agreed to establish as maximum 
rates the tariffs then in effect on grain eastbound, and on speci- 
fied commodities from the east to all points on its lines west of 
Winnipeg. By 1918, rates as a whole had become substantially 
lower than the Crow’s Nest Pass basis. 


War conditions made these rates impossible and so, by an 
order in council, they were advanced by practically the same 
percentages as in the United States. Owing to the very close 
commercial relations between the two countries, and to the 
further fact that American railroads own considerable mileage 
in Canada, while Canadian railroads own a considerable mileage 
in the United States, rates are substantially identical, rising 
and falling in unison, on both sides of the boundary. 


The Crow’s Nest Pass agreement was suspended during 
the war and afterward until the suspension expired by law 
July 6, 1924. In the absence of any action by the government, 
the agreement automatically once more became effective. The 
railroads had made a plea for the abrogation of the agreement 
in good time, but the government could not see what would 
happen, so nothing was done. That is another one of the 
blessings of government ownership and management; the stable 
door is never locked until after the horse is stolen. 


The trouble is that the old rates, now effective, apply only 
to points on the Canadian Pacific, as it existed in 1897.. Since 
then, so much new mileage has been added that less than one- 
third of the territory west of Winnipeg receives the doubtful 
benefit of the reduced rates, although most of the points are 
on an equality in distance and mileage with the places bene- 
fited. The same thing applies to the Canadian National Rail- 
ways. It has to make the same rates to points common to 
both lines. Furthermore, important distributing points in On- 
tario today were not on the Canadian Pacific of twenty years 
ago, and so these points, too, get the worst of a raw deal. 

No wonder George P. Graham, Minister of Railways and 
Canals said in a speech at the Canadian National Exhibition in 
Toronto a few days ago: 


“The railway situation is far from encouraging, as I see 
rcicrren It is futile to ask for the lowering of freight rates and 
passenger charges so long as operating expenses are in the 
clouds. We cannot stand any more reductions.” 


And Sir Henry Thornton, president and general manager 
of the Canadian National Railways, said on the same occasion: 

“I give you my earnest assurance that any reduction in 
rates will simply mean a postponement of the day when the 
deficits will be wiped out. You can do as you like. The rail- 
‘ways are yours; but of catching up with capital expenditures, 
we have to steer a difficult course between reduced freight rates 
and higher taxes.” 


MINNESOTA-ATLANTIC TRANSIT COMPANY 


The Minnesota-Atlantic Transit Company is planning the 
addition of new vessels to its lake-and-rail route between Du- 
luth and New York. The company inaugurated that service 
with the beginning of this year and has established new rec- 
ords for elapsed time between the two cities. 


It was on July 31, 1922, when the ground was broken for 
the first unit of the McDougal Terminal Warehouse, and ar- 
rangements for the construction of two motorships for the sub- 
sidiary company, the Minnesota-Atlantic Transit Company, were 
completed before the end of the same year. The ships were deliv- 
ered about a year later and were put into service, forming the 
first all water service between the Northwest and the Atlantic 
seaboard. The next step was to establish the lake-and-rail service. 
Because of the canal travel that was necessary, special types of 
vessels had to be constructed. This was done, the service inaugu- 
rated, and the record of fifth morning delivery in New York City 


of butter and eggs from Duluth was established the first part of 
the year. . 
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Current Topics | 
in Washington 


See 


Some Comedians In Need of Jobs.—Not all comedians 
in the country have jobs, though the claim departments of the 
political parties have absorbed a good many of those who 
were out of employment in mid-summer. 
making political forecasts—for public, not managerial, con- 
sumption—always have reminded their friends of the late 
Artemas Ward because he drew such accurate portraits of 
them, though he did not profess to be painting them. The 
La Follette comedians have shown the inaccuracy of the declar- 
ation that there is nothing new under the sun They have 
been estimating the Wisconsin senator’s strength in millions 
of popular votes They have abandoned the regular way of 
estimating his strength in votes in the electoral college. 
Within a week, no fewer than 16,000,000 votes have been dumped 
into the La Follette lap by the comedians. Ten million women, 
skirts flying, noses unpowdered, and bobs mussed, were deli- 
vered to the pompadoured idol of Wisconsin. Just a few days 
before that, the Steuben Society dumped on his door-step 
6,000,000 German-descent voters. Before that, the fun-makers 
delivered, en masse, the 2,500,000 members of organized labor, 
presumably with their wives, mothers, daughters, and sisters 
of voting age—a company of about 4,000,000. Allowing for 
duplications, about 2,000,000, the votes thus far delivered to La 
Follette number about 18,000,000. Four years ago, a few more 
than 27,000,000 Americans found time and inclination to vote. It 
has been estimated that this year the vote will go to something 
more than 30,000,000, possibly 32,000,000—if the voters be- 
come fearfully excited. Therefore, even without the votes of 
organized labor, La Follette will receive much more than half 
of the highest possible total any one has guessed might be 
cast. The men working for other candidates have been con- 
tent to make less specific estimates. They have been content, 
generally speaking, with saying that Davis will do this or Cool- 
idge will do that, in the way of carrying states. Only the La 
Follette men have professed to know that their man will get 
a greater vote than Harding received four years ago. In other 
ways also the campaign is amusing. For instance, a few days 
ago, Senator Ashurst, of Arizona, a Democrat supporting Davis, 
was quoted by the La Follette press bureau as having said 
that “La Follette will sweep Iowa by a large majority.” That 
should be sad news for Senator Brookhart, who is running on 
the Republican ticket with President Coolidge. If the head of 
the ticket is defeated, there is always danger of the rest of it 
going down with it. Old political campaigners have noticed 
that when voters get set against a particular party, they take 
with it the whole ticket. Hiram Johnson was an exception in 
California eight years ago. ‘The claims are so conflicting, it is 
suggested that the morning after election day somebody is bound 


to wake to the fact that he has been playing in a comedy cf 
errors. 





Izaak Waltons Give Ear.—In the bosom of the Commission 
family, not for the benefit of outsiders, it has been suggested 
that anything the Salisbury-Wicomice Chamber of Commerce 
suggests regarding freight or express rates is bound to receive 
careful attentiion. Neither Salisbury nor Wicomice is a chal- 
lenger of New York’s title as the first city in the land, where 
sits brooding over freight rates, W. H. Chandler, late of Boston. 
But it is not necessary for either of those places to bring a 
letter of introduction to men in the Commission. The mouth of 
the Wicomice is one of the places where Commission anglers go, 
even if the supply of dog fish and eels, at times, seems to be 
about a million times the number of rock bass, Norfolk spots, 
and sea trout. When Salisbury-Wicomice protested the pro- 
posal to increase the rating on motor truck wheels, with rubber 
tires attached, from first to one and a half times first class, 
as it did in I. and S. No. 2152, the protest was bound to fall 
under the eyes of some Commission man who had been fishing 
at either Wicomice or at Salisbury, or both. No wicked clas- 
Sification man could hope to get away with «anything simply 
because Wicomice and Salisbury are small, not while there is 
a memory of rock, spots, trout, King William perch, or even 
the not so highly esteemed hard-heads, frequently known as 
croakers, except on overwhelming proof of reasonableness and 
propriety, such as was not given, the Commission said, in the 
aforementioned case. It is true that in no other part of the 
country was there a protest, probably because solid-rubber tired 
motor wheels do not have to be shipped as freight as they do 
from points on the eastern shores of Maryland and Virginia, 
to a point where there is machinery for the retiring operation. 
But in no other part of the country, perhaps, is the old ox- 
team as actively in use in parts of Maryland, Virginia, and Del- 
aware alongside of great motor trucks, all rumbling over 
fine roads at the same time. Nor is there any other part of 
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the country, unless it be in Louisiana on the gulf coast, where 
there are so many kinds of aquatic animals beckoning to the 
fisherman or hunter or both, to leave a big city in the morning, 
have a day of fishing or hunting, and get back to the old job in 
less than twenty-four hours. 





La Follette Reasoning.—yYoung Robert M. La Follette has 
been making a collection of head lines from a New York finan- 
cial newspaper that show, among other things, that the Michigan 
Central, in 1923 “made” $75 on each share of capital stock. As 
he was engaged in showing that the railroads are as rich as 
cream, the head line was all that was reproduced. To have 
done more than that might have shown what a fake the whole 
thing was. If the Michigan Central reduced the number of 
shares to just enough to go around among the directors, as it 
might, the headlines could be made to show that the Michigan 
Central “made” a million or two on each share. Some might 
then believe that $1,000,000 had been made on an investment 
of $100. Not even Henry Ford ever did that much. The Mich- 
igan Central has an outstanding issue of $18,736,400 of stock. 
Its 1923 net railway operating income was $19,388,175 (before 
interest is paid), or more than the face value of the stock 
outstanding. It paid a dividend of twenty per cent. It could 
have disbursed every cent it made as dividends, but if it had 
done that it would have nothing to “come and go on” in the 
lean years. Because it laid by something for a year when 
profits will not be so pleasing, it will not have to retrench 
in the lean years. The property of the company, against which 
the small issue of stock is outstanding, is valued at $150,582,801. 
All Americans could be shown to be immensely wealthy if 
Henry Ford, John D. Rockefeller, and Andrew Mellon were 
cited as average Americans in the matter of property. If freight 
rates were made on the basis of giving the Michigan Central 
only a six per cent return on its investment, many other rail- 
roads would dry up and blow away. That would be fine for 
the people they serve freeing them from railroad regulation 
problems. They would be freed from “high” freight rates, and 
there would be no necessity for taking excess earnings from 
the Michigan Central. 





Too Many Dear Charmers.—It is suspected that the Com- 
mission, before it gets through with the arguments in the 
lake cargo coal rate case, will wish the other dear charmer 
were away. Those without any interest, in a law sense, 
in the matter of those rates, who have read the briefs, are 
about ready, broadly speaking, to suscribe to a declaration 
that the argument in behalf of each angle in the case is air 
tight. However, the Commission cannot dispose of it by ap- 
proving what each man says. If it agrees with Pennsylvania 
and Ohio, it must disagree with the Virginias, Kentucky, and 
Tennessee and the other way about if it agrees with the distant 
districts. The general shin-kicker in the case, however, seems 
to be Monsieur Ropiequet, spokesman for the Illinois Coal 
Traffic Bureau. His idea is that there is no warrant for a lower 
rate on coal going to a port for transshipment than on coal 
that is going to stay at the port. That, of course, is only a 
part of his dissenting view. He has some thoughts on what the 
Commission did to his clients when, as a method for giving the 
northwestern docks a better opportunity to get into the north- 
west with coal from the east, it forced the railroads to raise 
the rates from southern Illinois. He made remarks concerning 
that in his brief in the lake cargo coal rates case, just so the 
Commission would not forget about the dock case, it has been 
suggested. On account of the clashing interests in the case, 
the argument before the Commission may be expected to be 
more than ordinarily interesting, especially in view of the fact 
that the intervening “distant” fields have suggested that the 
Pennsylvania and Ohio operators have asked the Commission 


to help them disregard the spirit of the Sherman anti-trust 
law. 





Shipping Board Buys Oil in Europe.—The pride of some 
Americans has been jarred a bit by the disclosure of the fact 
that the Leviathan and other Shipping Board vessels buy fuel 
oil in Europe. The jar came because they had been reading 
about the immense advantages gained by converting coal-burners 
into oil-burners. Among other things it was asserted in that 
kind of literature that they could take on oil enough for the 
round trip. That was a fine story, until it developed that few 
ships—not any of the big liners—have bunkers big enough to 
carry oil for the voyage. The Leviathan needs about 12,000 
tons, but has a bunker capacity of only about 9,300. Of course, 
when. the Germans built her they knew they would have io 
bring oil from the United States to German ports. They knew 
they would need a supply for ships not going to American ports. 
They probably argued that it would cost little, if anything, 
more to bring oil for the Leviathan with the supply for ships 
not going to American ports than for such other ships alone. 
There was no reason why they should increase her bunker 
capacity so as to carry fuel for the voyage, especially if an 
increase of that much would cut down her cargo or passenger 
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carrying capacity. In such an event, greater bunker capacity 
would have been ruinous. What has been said about the Levia- 
than is also accurate about the British ships. Apparently, 
however, some American-built ships are also forced to buy oil 
in Europe, which means paying a price equal to the American 
price, plus the freight, broadly speaking, from 50 cents to 
a dollar a barrel. The Leviathan has been taking aboard aboul 
3,000 tons at Southampton, for the return trip. The board is 
trying to cut that down to 2,500. Ships equipped with Diesel 
engines, all freighters can carry enough oil for a voyage, but 
Diesel engines have not yet been adapted to the passenger and 
package freight ships, such as the Leviathan. A. E. H. 


K. C. 8. VALUATION CASE 


The Trafic World Washington Bureau 


In argument September 16 in the mandamus proceeding 
brought by the Kansas City Southern against the Commission 
before the Supreme Court of the District of Columbia, P. J. 
Farrell, chief counsel of the Commission, said that the errors of 
law alleged as having been made by the Commission in valuing 
the property of the carrier were not in fact errors and that, if 
they were errors, they could not be corrected by a proceeding 
in mandamus. Such a challenge, Mr. Farrell said, if made, 
must be made instead in a suit instituted in a distrct court 
of the United States, because the district courts have exclusive 
jurisdiction over all orders of the Commission, except orders 
for the payment of money under the urgent deficiencies appro- 
priations act of 1913. 

Samuel W. Moore, counsel for the Kansas City Southern, 
contended that the Commission was required by the law to 
ascertain and report the exchange value of the properties of the 
carriers in the Kansas City Southern system; that it was required 
to report more fully than it did an analysis of methods em- 
ployed by it in fixing values; that it should be required to re- 
port separately from value designated for rate-making purposes, 
other values and elements of value, that is to say, intangible 
values. He further contended the Commission was required 
to ascertain and report original cost to date by what is known 
as the inventory method, which involves estimates of cosi as 
distinguished from the facts of cost, and to include in the 
inventories of the Kansas City Southern that carrier’s share 
of the values of the properties which were represented by 
the stocks of the companies owned by the Kansas City Southern. 


VALUATION OF RAILROADS 


Eugene W. Reed, special valuation counsel of the National 
Association of Railroad and Utilities Commissioners, in a bulletin 
to the state commissioners, says that, in the cases of nineteen rail- 
roads in which the Commission has issued tentative valuation 
reports, the carriers involved have filed protests in which an ag- 
gregate final value of $1,044,877,904 is claimed as against the 
Commission’s tentative aggregate final value of $584,376,206. 

Mr. Reed says the state commissioners will be interested 
in the comparison in view of the fact that the trial conference 
between engineers of the Commission and of one of the rail- 
roads is in progress. This is the Conference which the state 
commissions declined to approve. (See Traffic World, Aug. 23, 


p. 391.) Mr. Reed’s tabulation of the final values of the Com- 

mission and of the final values claimed by the carriers follows: 

I. ¢. C.. Final Carrier 

Value Claim 
Lehigh & New England Railway.............. $ 10,405,891 $ 16,857,497 
NS OO errr 39,645,000 50,695,904 
ee Oe ee re er er 7,609,300 13,250,000 
eure, Congeeee GB Banta We, occ cde ccccccevicces 49,029,000 85,000,000 
Yazoo & Mississippi Valley Railway.......... 40,088,029 82,000,000 
BMikton & Giitirie Rall way... occ cccccccccccces 108,379 159,421 
Weatherford & Mineral Wells...............0. 786,000 1,542,482 
eee ee er rrr rr Terr 174,000 376,000 
International & Great Northern............... 38,178,650 72,788,220 
Ore. Werte Ge TW GORGES. oo ccccceevccccecuns 4,564,965 8,694,024 
ae ree 24,907,200 92,541,564 
Kansas City, Clinton & Southern............. 2,936,300 5,444,800 
St. Louis, Brownville & Mexico............... 12,867,327 20,000,000 
Brera, MIGGRDS EG WOEtHOER. occ cccccccccscces 45,780,030 107,800,000 
Pittsburgh, Cincinnati & Chicago............. 174,606,724 237,333,715 
ere 36,595,514 54,894,277 
Bessemer & Lake Erie Railway.............. 36,501,288 67,200,000 
Pittsburgh, Bessemer & Lake Erie........... 31,000,000 58,000,000 
EE GS BENE Is oe deicetcicctecuescesves 28,583,609 70,300,000 


$584,376,206 $1,044,877,904 
Continuing, Mr. Reed says: 


It will be interesting to note that in the case of the Lake Erie & 
Western Railroad Company, the carrier claims a value which is 
371 per cent of the final value found by the Commission. In all cases 
the carrier’s claim is very much in excess, and on the 19 railroads 
listed the total amount claimed by these carriers exceeds the Com- 
mission’s finding by $460,501,698, or 80 per cent. 

The Gulf, Colorado & Santa Fe Railway, in the list shown above, 
is a part of the system of the A. T. & S. F. Ry. Co., which is the 
railroad selected by the Commission as the one with which the trial 
conference mentioned heretofore is to be conducted. Since the begin- 
ning of this conference the G. C. & S. F. Ry. has filed its protest 
to the tentative valuation. The “final value’’ announced by the 
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Commission is $49,029,300. The carrier claims a value of $85,000,000 
or an increase of $36,070,700. This illustrates the extent of the 
difference which may be considered in the conference now being held. 

The natural inquiry is: What is the reason for the wide difference 
between the tentative valuation and the value claimed by the carriers? 
A brief statement may be found of interest. It may be stated ihat 
the protest of each of the carriers is made in substantially the same 
language and include substantially the same character of claims, 
which indicates a pre-arranged policy to which the carriers, generally, 
are adhering. 

It may be stated, as a general rule, that there is not a great 
difference in the inventory reported by the Bureau of Valuation anq 
that claimed by the carriers. The reason for the higher valuation 
claimed by the carriers is due, first, to the application of higher 
unit prices to the units of property under practically every valuation 
account. These unit prices are, for the most part, based upon a 
different theory of reproduction than that assumed by the Bureau 
of Valuation, according to recent testimony of engineers of the 
Bureau. It does not seem probable that these differences may be 
absolved without a surrender of principle by either the Bureau or 
the carrier. 

A second reason for the difference in the valuation is that carriers 
use a higher percentage to cover overhead expenditures, such as 
engineering, general expenditures, and interest during construction, 
These percentages are built upon a theory of reproduction incompat- 
ible with what has been approved by the Commission. Other reasons 
for the higher valuation claimed by the carriers are that each of 
them is demanding that there be included in the final value of their 
property various elements of value to which, it is alleged, the Com- 
mission has not given proper consideration. Some of these are: 
Excess cost of acquiring land for rights of way and terminals; going 
concern value; good will; cost of development; solidification and 


seasoning of the roadbed; adaptation; appreciation; valuable contract: 


and user rights and a greater allowance for working capital, material 
and supplies. Regardless of the fact that the Commission has spe- 
cifically rejected some of these claims in cases heretofore decided, 
most of the carriers continue to embody them in their protests. In 
all probability the claims are being adhered to with a view to having 
their validity tested in the courts. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the property of the West 
Jersey & Seashore Railroad Company, as of June 30, 1916, the 
Commission has fixed the final value of total owned properiy 
at $27,278,925 and of total used property, $26,621,783. 

On date of valuation the carrier had outstanding $17,467,605 
in stock and long-term debt, of which $9,747,305 was in capital 
stock. Investment in road and equipment was stated: in the 
books of the carrier to be $21,759,273.14. Cost of reproduction 
new was given by the Commission as $27,109,041 for total owned 
property, and cost of reproduction less depreciation was given 
as $20,321,952 for the same property. 

In a tentative valuation report on the property of the Ken- 
sington & BHastern Railroad Company, as of June 30, 1915, the 
Commission has found the final value of the owned but not 
used property of the company to be $1,000,000. The property 


is leased to the Illinois Central and Chicago, Lake Shore & 
South Bend. 


HEARING ON LEATHER RATES 


The flexible, split leather rate from Waukegan, IIll., to 
Natick, Mass., is attacked in Docket 15915, Griess-Pfleger Tan- 
ning Company against the Elgin, Joliet & Eastern et al., heard 
by Examiner Shanafelt, at Chicago, September 18. The rate 
was alleged to be unreasonable, unjustly discriminatory and 
unduly prejudicial. 

J. P. Powers, traffic manager for the complainant, described 
the product involved. He said the tanned hide was split. Some- 
times several splits were made, but usually not more than two 
or three. What the trade called “split” was that part nearest 
the flesh as contrasted with the grain and sole leather on what 
would be the outer side. He said split leather was shipped 
from Waukegan to Natick, by the complainant, to be cut up 
into inner soles, which, in turn, would be reshipped from the 
latter point. The value fluctuated, he said, but was now about 
21 cents a pound as compared with a value of about $1.32 a 
pound for grain leather. 

He entered exhibits tending to show that split leather loaded 
about 67,000 pounds to the car and at such a loading returned 
greater revenue to the carriers than the more valuable grain 
and sole leather. He introduced further exhibits tending to 


show other plant to plant movements of leather where the rates 
were lower. 


Under cross-examination, he was unable to say how the 
company was directly damaged or discriminated against, and 
after some questioning agreeed that that part of the complaint 
alleging discrimination and prejudice might be abandoned. 

F. W. Smith, chairman of the Official Classification Com- 
mittee, testified as to the history of the classification of leather, 
showing that it had been fourth class for twenty years or more. 
He named the many kinds of leather and said that the committee 
did not believe it practicable to separate the different kinds 
into different classifications. He said that the cheaper kinds 
of leather, such as splits, did not move in the volume that the 
more valuable commodity did. He introduced exhibits showing 
the wide ranges in the values of leather, the amount of export 
and import and comparisons with other commodities. He said 


he could see no reason for a lower classification on splits, nor 
for any lower rate. 
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INCREASED RATING FORBIDDEN 


The Commission, in I. and §. No. 2152, Classification Rating 
on Motor Vehicle Wheels (mimeographed), has found not justi- 
fied a proposed increased classification rating on motor ve- 
hicle wheels, weighing, each, 200 pounds or more, in iess than 
carloads, and the proposed classification requirement that such 
wheels shall be boxed, crated, or wrapped for shipment, in less 
than carloads. . 

The suspended schedules proposed, effective June 15, to in- 
crease, from first class to 11% times first class, the less-than-car- 
load ratings in the three classifications, on automobile wheels 
made of wood, combined with iron or steel, with or without rub- 
ber tires, and weighing, each, 200 pounds or more. They also 
proposed the boxing and crating requirement before mentioned. 
The changes were proposed in connection with a general revi- 
sion of classification provisions relating to motor vehicles. The 
carriers said the provisions they proposed to cancel had be- 
come obsolete and inadequate to meet commercial requirements. 
They said the suggestion that the provisions be revised had 
originated with shippers and that the revision was adopted by 
the carriers only after a series of public conferences with ship- 
pers at intervals over a period of several years. They said the 
effect would be, as a whole, a decrease in the revenues of 
the carriers, the reductions more than offsetting the increases. 

Suspension was made upon the protest of the Salisbury-Wi- 
comico Chamber of Commerce of Salisbury, Md. The protestant 
is interested, says the report, in the movement to and from 
Salisbury, of truck wheels, each weighing 200 pounds or more, 
equipped with solid rubber tires. The chamber of commerce said 
that to remove the worn-out solid rubber tires and fitting 
new ones it was necessary to use a rather heavy hydraulic tire 
press and that there were presses of that kind, in Delaware and 
the eastern shores of Maryland and Virginia only two such 
presses, one at Cambridge, Md., and the other at Salisbury, Md. 
It said there was therefore a movement of truck wheels and 
tires to and from Salisbury. The protestant said the proposed 
requirement of boxing, crating or wrapping was unreasonable. 
It further contended that the proposed rating of 144 times first 
class was excessive and that first class was too high. 

The Commission said that while the changes were published 
for nation-wide application, the protest from Salisbury was the 
only one received. The carriers, the Commission said, submit- 
ted but little evidence in justification of the increase, aside from 
pointing out it resulted from the general classification revision 
mentioned. 

The Commission pointed out that 1144 times first class is 
the rating in Official Classification territory, for various kinds 
of finished furniture, such as sectional book-cases, kitchen cab- 
inets, wall cases, and other things having a weight of 6 or 8 
pounds per cubic foot, but that the rating on horse-drawn freight 
vehicle wheels was first class. 

It said that if protection for new automobile truck wheels 
was needed, the carriers could invoke section 7 of rule 5 of 
the classification, in which they reserve the right to require 
inclosure in a container if it is reasonably necessary for the 
protection and safe transportation of the article in question. 





COMMISSION CORRECTS ERROR 


The Commission has issued a corrected report in No. 15213, 
E. B. Rand & Company vs. Louisiana & North West et al., opin- 
ion No. 9692, 91 I. C. C. 723-4. The report was originally issued 
in mimeographed form and reported in The Traffic World of 
July 26, p. 172, under the heading “Cotton Misrouting.” The 
error was that in the original report a rate of $1.40 instead of 
$1.20 was used. The Commission substituted the rate of $1.20 
for $1.40 and eliminated the words “composed of 96 cents from 
Magnolia to ‘Memphis and 44 cents beyond,” that appeared after 
the words “a rate of $1.40.” The original report awarded repar- 
ation to the basis of the rate of $1.40 while the corrected report 
awards reparation to the basis of $1.20. 


TRANSIT LIMITATION FORBIDDEN 


The Commission, in its mimeographed report on I. and S. 
No. 2156, transit privileges on lumber at Buffalo and related 
points (see Traffic World, September 13), found the Erie had 
not justified its proposed limitation on the territory of origin 
on lumber from which transit would be granted not justified 
because such restriction would give Buffalo, Black Rock and 
North Tonawanda than was accorded on lumber’ at Falconer 
and Jamestown, N. Y., and Corry, Pa. The three places last 


mentioned are points at which competitors of the protestants 
are located., 
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In defense of its proposal the Erie said that the transit 
arrangements as defined in the suspended schedules would ex- 
ecute its original purpose. The Commission said it was clear 
from what was said at the hearing that the proposal was in- 
duced by the fear of unsatisfactory divisional arrangements 
with connecting carriers. It called attention to Concentration 
of Cotton at New Orleans, 83 I. C. C. 18, and said that that 
was not recognized as a sufficient justification for increased 
rates. 

By schedules filed to become effective June 17, the Erie 
proposed to restrict the territory of origin in the rules govern- 
ing stop-off in transit of lumber westbound, at Black Rock, Buf- 
falo and North Tonawanda, so as to have the privilege attach 
only to lumber originating on the Erie east of Corning, N. Y., 
and on the New Jersey & New York, N. Y. S. & W. and the 
Wilkes Barre & Eastern. The schedules, established March 31 
last, which the suspending ones would have superseded, ac- 
corded transit on lumber originating south and east of Corning, 
without restriction to the Erie and the three connections men- 
tioned in the restrictive suspended schedules. 

At the hearing, the Commission’s report said, the Erie said 
it did not desire to continue its present arrangement, because 
some carriers connecting directly or indirectly with the Erie 
from the east were unwilling to join in arrangements which 
resulted in the application of a through rate to a shipment mov- 
ing under a local rate where the effect of the application would 
be to reduce the whole charge, and, therefore, to shrink the 
division accorded the originating carrier. 

The schedules were suspended on protests from the Buffalo 
Lumbér Exchange, Taylor & Crate and the Atlantic Lumber 
Company. They estimated that the application of combinations 
would cause increases ranging from 5 to 20 cents. They said 
they were interested in manufacturing and distributing lumber 
for use in automobiles, boxes, furniture and for other purposes. 
They said the restriction would render valueless the transit 
tariff so far as they were concerned, inasmuch as no lumber 
was available for their purposes, on the Erie. They said the 
existing rule had been in effect only a short time, and that so 
far they had not been able to develop the traffic to any great 
extent. But, they said, they expected and desired to bring lum- 
ber into Buffalo over the Erie from the lumber producing ter- 
ritory beyond its rails. They showed competitors at Falconer 
and Jamestown, N. Y., and Corry, Pa., engaged in similar oper- 
ations and said that the Erie accorded them transit arrange- 
ments similar to the arrangement in effect at Buffalo, where the 
arrangement was marked for restriction. They said they could 
not operate under that restriction. They further pointed out 
that the Erie participated in transit arrangements at Albany, 
N. Y., and at Cleveland, which were not subject to the restric- 
tions proposed in the suspended schedules. 

The Commission said the record established that there was 
no warrant for extending to Buffalo, Black Rock and North 
Tonawanda, on the one hand, different treatment from that ac- 
corded at Falconer, Jamestown and Corry, on the other, in re- 
spect of territory from which lumber might be drawn and ac- 
corded transit. 


COMMISSION ORDERS 


The Chamber of Commerce of El Dorado has been per- 
mitted to intervene in No. 16022, Arkansas Jobbers’ & Maanu- 
facturers’ Association vs. A. T. & S. F. Ry. et al. 

The Ceramic Traffic Association has been authorized to 
intervene in No. 16047, the Commercial Traffic Managers of 
Philadelphia vs. B. & O. R. R. et al. 

The Lion Oil Refining Company and the White Eagle Oil 
and Refining Company have each been authorized to intervene 
in No. 16065, Barnsdall Refining Company et al. vs. L. & A. 
Ry. et al., and in No. 16066, North Texas Petroleum Traffic 
Bureau vs. La. Ry. & Nav. Co. et al. 

The H. D. Conkey & Co, Eastern Illinois Clay Co., St. 
Anne Brick & Tile Co. and Kankakee Tile & Brick Co. have 
been permitted to intervene in No. 16116, Indiana State Cham- 
ber of Commerce vs. Ann Arbor R. R. et al. 

The Indiana Bituminous Coal Operators’ Association has 
been authorized to intervene in No. 16138, Indiana State Cham- 
ber o fCommerce vs. Ann Arbor R. R. et al. 

The petition of the Chicago, St. Paul, Minneapolis & Omaha 
Railway Company asking for exemption from the Commission’s 
orders in No. 13413, in the matter of automatic train-control 
devices, has been denied. 

The Continental Paper & Bag Mills Corporation has been 
permitted to intervene in No. 15916, the Spanish River Pulp and 
Paper Mills, Ltd., et al. vs. A. & W. Ry. et al. 

Clifford Bucknam, Nathan S. Jonas and Arthur S. Dewing 
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and the Northern Trust Company of Chicago have each been 
authorized to intervene in Finance No. 4270, in the matter of 
the application of the Chicago & Alton Railroad Company for 
a certificate of public convenience and necessity authorizing the 
abandonment of its leasehold interest in the Rutland, Toluca & 
Northern Railroad Company, etc. 

The Commission has amended its order in Docket No. 13272, 
Boston Wool Trade Association vs. Arizona & New Mexico Ry. 
et al., by making the Amador Central Railroad Company and 
some thirty-six other lines additional parties defendant to the 
proceeding. 

The Commission has modified its order in No. 13413, in the 
matter of automatic train-control devices, so as to permit the 
Baltimore & Ohio Railroad Company to install train-control or 
train-stop devices upon the passenger division between Balti- 
more, Md. (Bailey’s Tower), and Philadelphia, Pa., in lieu of the 
installation required in the previous order. 


SOUTHEASTERN CLASS RATES 


The Trafic World Washington Bureau 


The Commission, largely on protests from New Orleans, in 
I. and S. 2233, has suspended, until January 13, tariffs canceling 
less-than-carload commodity rates on rice, leaving class rates 
to apply from Mississippi Valley points to destinations in South- 
eastern and Carolina territories. There would be some _ reduc- 
tions, but a much larger number of increases. 

The Commission, by suspending, indirectly called atten- 
tion to the Southeastern class rate case, formal docket No. 
13494. The fact that it has suspended those schedules may be 
taken as a warning to the carriers, it is believed, that the Com- 
mission will not allow the carriers, in any way, to forestall the 
rates that may be prescribed in the class rate investigation. 

I. and S. No. 1919 is of the same character as the inves- 
tigation and suspension docket rice case in so far as less-than- 
carload rates on marble from Knoxville and other points in 
the southeast are concerned. The marble rates are covered by 
the fourth supplemental order in No. 1919. 

‘ It probably will be six months, possibly more, before the 
felass rate structure the Commission is manufacturing for the 
southeast will be put into operation. The proposed report is 
being held up by a traffic check the carriers are making. Com- 
missioner Eastman hopes that that check will be completed 
by the end of September. Last week he made an engagement 
with C. L. Barham, chairman of the southern freight traffic 
organization, to discuss that subject on September 17. Mr. 
Barham sought the interview because Commissioner Eastman 
had asked him about the prospect for the completion of the 


( 


“ traffic check by the end of September. 


The proposed cancellation of the rice rates was the out- 
growth of an informal complaint from Lynchburg, Va., in which 
the point was made that Lynchburg was not receiving as great 
consideration, at the hands of the railroads, in the matter of 
rates on rice handled by the wholesale grocers of that city as 
were the wholesale grocers of cities with which Lynchburg 
had to compete. Instead of giving Lynchburg rates on rice 
that would have satisfied the Lynchburg .grocers, the carriers 
elected to undertake the cancellation of the less-than-carload 
rates. 

How long it will take to complete the check of freight traffic 
by applying the class rates proposed in Commissioner East- 
man’s tentative report is one of the facts which Mr. Eastman 
has tried to develop by addressing his inquiry to Mr. Barham. 
Upon the time required for its completion will depend, very 
largely, the length of time before which a final report on the 
subject may be expected. It would probably be regarded as 
fairly swift work were the case disposed of in six months. The 
chances are that even if the check is completed early in Octo- 
ber, it will not be possible to bring out a report and make it 
operative before May 1, 1925, or three years after the beginning 
of the hearings, the hearings having been begun in May, 1922. 


SUSPENDED TARIFFS 


In I. and S. No. 2232, the Commission has suspended from 
September 12 until January 10 schedules published in supple- 
ment No. 13 to Leland’s I. C. C. No. 1636. The suspended 
schedules propose to cancel joint through rates on cement- 
plaster, carloads, from Pyramid and Sweetwater, Tex., to des- 
tinations on the St. Louis Southwestern in Arkansas, Illinois, 
Louisiana and Missouri and to apply combination rates in lieu 
thereof. The following is illustrative: 

Rates are cents per 100 pounds, from Sweetwater, Tex., to Bernie, 
and England, Mo., and Garland City, Ark. Present joint through rate, 
264%4; proposed combination rate, 35%. 

In I. and S. No. 2218 (first supplemental order), the Com- 
mission has suspended from September 15 until January 13 
schedules as published in Missouri Pacific I. C. C. No. A-6317. 
The suspended schedules propose to increase the rates on un- 
compressed cotton linters, carloads, from various stations in 
Louisiana on the Missouri Pacific Railroad to New Orleans, La. 
The following are illustrative: 
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To New Orleans, La. 


From Present Proposed 
DE RMR. <o 5sc-s. char torow ene pews smecisleceeaewnelnecieee 6 69 
PU Ee ch cndais cb den cans cine anlge CoGiae Gobeil’ soums 6814 73% 
go RR ee ee ere re ee ee 44 62 


In I. and S. No. 2234, the Commission has suspended from 
September 15 until January 13 schedules as published in sup- 
plement No. 2 to Chicago, Burlington & Quincy C. B. & Q. 
I. C. C. No. 15900. The suspended schedules propose to cancel 
proportional rates applying on grain and related articles from 
Des Moines, Ia., to Cairo, Ill., via East St. Louis, Ill., and the 
St. Louis Southwestern Railway, leaving no through published 
rates in effect via this route, resulting in increased rates and 
the restriction of transit privileges at Cairo, Ill. 

In I. & S. No. 2235, the Commission has suspended from 
Sept. 16, until January 14, schedules published in supplement 
No. 5 to Union Pacific System, I. C. C. No. 3444. The suspended 
schedules propose to increase the rates on potatoes and vege- 
tables, carloads, from points in western territory to destina- 
tions in the southeast on the Louisville & Nashville, by cancel- 
ing the application of the intermediate rule. 

The following is illustrative: 


Present Proposed 

Joint Through Combination 

Rate. Rate. 

From Alexander, Ida., to Birmingham, Ala.......... 99 130 
From Butte, Mont., to Nashville, Tenn.............. 99 130 


From Bakers, Utah. 


In I. and S. No. 2236, the Commission has suspended from 
September 20 until January 18 schedules published in the Chi- 
cago & North Western I. C. C. 9389; supplement No. 19 to 
Chicago, Milwaukee & St. Paul I. C. C. No. B-4872; supplement 
No. 18 to Minneapolis, St. Paul & Sault Ste. Marie I. C. C. 5533; 
and various other schedules issued by those lines. The sus- 
pended schedules propose to restrict the use of the so-called 
combination rule so that it will not apply on sand, gravel and 
stone from or to points in Illinois, or from or to points east 
of the Illinois-Indiana state line. 


PETITIONS FOR REHEARING, ETC. 


The Director General, Great Northern Railway, Chicago, 
Milwaukee & St. Paul Railway, Union Pacific System and North- 
ern Pacific Railway have filed a joint petition with the Com- 
mission asking for reargument as to the reparation involved 
in Dockets 10946, Puget Sound & Cascade Ry. Co. vs. Director 
General, Great Northern Ry. et al., and 11398, Clear Lake Lum- 
ber Company vs. Director General et al. 

The complainant in No. 12550, the Barrett Company vs. 
Director-General et al., has asked the Commission to reconsider 


its findings or grant a reargument or rehearing on the issue 
involved. 


CHANGES IN DOCKET 


Hearing in No. 15895, E. E. Forbes & Sons Piano Company 
vs. A. G. S. R. R. et al., assigned for September 17, at Chicago, 
Ill., before Examiner Shanafelt, was canceled. 

Hearing in I. and S. No. 2202 (and first supplemental order), 
door and window casings and frames, between C. F. A. points, 
assigned for September 20, at Detroit, Mich., before Examiner 
Knowlton, was canceled. 


GUARANTY SETTLEMENT PROPOSED 


In a proposed report the Bureau of Finance of the Com- 
mission has recommended a finding that the Fort Dodge, Des 
Moines & Southern Railroad Company owes the United States 
$69,065.54 in final settlement for the guaranty period. The Bu- 
reau found that an aggregate amount of $137,500 had been certi- 
fied to the carrier as advance payments under the guaranty, but 
that the total found due the carrier was $68,434.46. 


BOARD TAKES JURISDICTION 


The Railroad Labor Board has taken jurisdiction over the 
dispute between the telegraphers and the management of the 
Pennsylvania and has called the parties to a hearing, September 
22. The board’s action was taken after it learned that a strike 
vote was being taken by the telegraphers following a failure to 
settle their differences with the management on the questions 
of wages and working rules. 

The dispute arose originally over the matter of wages and 
rules, but the question of representation has also become in- 
volved. The men are represented by a committee, and not 
officially by their organization. The committee was willing to 
take the dispute before the Labor Board and the management 
agreed, but the committee wanted to go before the board as 
members and representatives of the telegraphers’ organization, 
since the members of the committee also belonged to the union. 
The representatives of the management would not agree to the 
men being represented by any other than the system com- 
mittee. It was at this point that the parties appeared to be 
deadlocked and the board then stepped in and took jurisdiction. 
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COFFEE CASE DISMISSED 


Attorney-Examiner McChord has recommended the dismissal 
of No. 15745, Chattanooga Manufacturing Association et al. vs. 
New Orleans & Northeastern et al., on a finding that the ap- 
plicable import commodity rate of 49 cents on green coifee, 
from New Orleans to Chattanooga, is not unreasonable or other- 
wise unlawful. He said the main contention of the complain- 
ants was that in view of the contemporaneous import rate of 
49 cents from New Orleans to Cincinnati and Louisville, for 
much longer hauls, the rate to Chattanooga should not exc*ed 
39 cents. 

The examiner told how the rates on imported green coffee, 
on traffic coming chiefly through to New York and New Orleans, 
were built up with a view to the supplying of Chicago, the 
principal market in the interior for the distribution of coffee. 
He said the rates north of the Ohio River, owing to the greater 
density of population, had always been lower than those in 
southern territory. He said the railroads contended that as the 
New Orleans-Cincinnati rate was the same as the New 
York-Cincinnati rate, for somewhat similar distances, the 
former was subnormal and should not be considered in 
measuring the reasonableness of the New Orleans-Chattanooga 
rate. He said the rate assailed was in entire accord vith the 
one from New Orleans to Atlanta. The New Orleans-Atlanta 
rate, he said, was the same as the New Orleans-Chattanocga 
rate, with the circumstances and conditions of transportation 
the same. 

“The evidence submitted by complainant and defen iants 
consisted mainly of rate comparisons, and while it appears trom 
the record that some general revision of the coffee rates in 
southern territory is needed, the evidence as a whole iioes not 
show that the rate charged was unreasonable,” said the exam- 
iner. 


LINSEED OIL RATES 


A proposal that the Commission shall follow the line laid 
down by it in Midland Linseed Products Company vs. Directer- 
General, 68 I. C. C. 522, has been made by Examiner F. L. 
Sharp, in No. 15310, Pratt & Lambert, Inc., vs New York Cen- 
tral et al He said it should find rates on linseed oil, carloads, 
from New York Harbor points to Black Rock, Buffalo, and 
Bridgeburg, Ont., unreasonable to the extent they exceeded the 
rates contemporaneously applicable from and to the same points 
on cottonseed oil and award reparation to that basis. 

The complaint alleged that the rates on many carloads of 
imported linseed oil, from New York to the points mentioned, 
were unreasonable, unjustly discriminatory and unduly preju- 
dicial to the extent they exceeded those on cottonseed and cther 
vegetable oils. The prayer, the examiner said, originally was 
for reasonable rates for the future and for reparation on ship- 
ments moving within the statutory period prior to October 13, 
1923, the date of the filing of the complaint. At the hearing, 
the examiner said, the prayer for the future was withdrawn, 
pending a contemplated general readjustment of the rates on 
vegetable oils from the Atlantic seaboard, upon the understand- 
ing that, if that were done, the carriers would interpose no 
objection to an award of reparation. The defendants, the ex- 
aminer said, offered no evidence. The Procter & Gamble Com- 
‘pany, Southern Cotton Oil Company, Portsmouth Cotton Oil 
Refining Corporation and Armour & Co., the examiner said, in- 
tervened, but took no part in the proceeding. 


PAVING AND ROOFING RATES 


A finding of unreasonableness, an award of reparation and 
an order for the future have been proposed by Examiner Frank 
M. Weaver, in No. 15712, William Cameron & Company, Inc., vs. 
Abilene & Southern et al., as to rates on paving and roofing 
materials, from New Orleans to various Texas points. The com- 
plainant, doing business at various points in Texas, alleged 
the rates on roofing and paving materials, as described in an 
appendix herewith reproduced, from New Orleans. to Texas 
points, were unreasonable, unjustly discriminatory, unduly preju- 
dicial and in violation of the aggregate of intermediates part 
of the fourth section. The prayer was for rates for the future 
and reparation on shipments made since March 1, 1923. The 
New Orleans Joint Traffic Bureau and various firms, individuals 
and corporations at New Orleans interested in the rates, the 
examiner said, intervened in behalf of the complainant. 

Texas, the examiner said, with respect to rates on the 
commodities in question, was divided into three principal sec- 
tions. Group rates, he said, applied to such points as Beau- 
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mont, Houston and Galveston, commonly called the port group. 
Group rates also applied to such points as Corpus Christi, De- 
vine, San Antonio, San Angelo, Big Springs, Fullerville and 
Acme, most of the intermediate points, that group being known 
as common point territory group, although the blanket did not 
embrace all the points generally included in the Texas common 
point group. The rest of the state was termed differential ter; 
ritory group and rates, generally, were made to it by adding 
varying differentials. The rates in issue, Weaver said, were 
those to common point and differential groups. 

The complainant, Weaver said, sought rates for the future 
on the basis of the distance scale in Memphis-Southwestern In- 
vestigation, 77 I. C. C. 473, although, he said, it did not advocate 
disruption of the common-point group. The rate for 548 miles 
under the joint line scale prescribed in that case, he said, was 
43 cents. That rate, he said, was considered entirely too low for 
application from New Orleans to common points. 

In selling paving and roofing material in Texas, Weaver 
said, the complainant was in competition with shippers at East 
St. Louis, Kansas City and other points. The rates on the 
commodities involved in this case, he said, were before the 
Commission in No. 143138, Certainteed Products Corporation vs. 
A. & L. M. et al. In conclusion, he said: 


The Commission should find that the rates on the articles listed 
in the appendix hereto from New Orleans, La., to Corpus Christi, 
Devine, San Antonio, San Angelo, Big Springs, Fullerville and Acme, 
Tex., and all other points in that portion of Texas lying between 
these points and Galveston, Houston, Beaumont and related points 
were, are, and for the future will be unreasonable to the extent that 
they exceeded, exceed or may exceed 50.5 cents, minimum 46,000 
pounds for cars 36 feet 6 or seven inches in length; and that the mates 
on similar articles from New Orleans, La., to points in Texas beyond 
Corpus Christi, Devine, San Antonio, Big Springs, Fullerville and 
Acme were, are, and for the future will be unreasonable to the 
extent that they exceeded, exceed, or may exceed 50.5 cents plus 
Class E differentials over rates herein provided for to Corpus Christi, 
Devine, San Antonio and related points, minimum 46,000 pounds for 
cars 36 feet 6 or 7 inches in length. 


The appendix, carrying a list of the commodities and their 
description hereinbefore mentioned, is as follows: 


Prepared or composition roofing, with burlap reinforcement _. 
Note 1), or not otherwise indexed by name in current Western Clas- 
sification (see Note 2); roofing cement, liquid or other than liquid; 
asphalt shingles (see Note 3); expansion paving joints, asphalt or 
asphalt and limestone dust, sand, cloth or paper combined; building, 
roofing or sheathing paper or felt, saturated or not saturated, not 
coated (other than asbestos, see Note 3); asbestos building, roofing 
or sheathing paper or felt, plain or saturated, and flexible asbestos 
shingles (see Note 3); in straight or mixed carloads, or in mixed 
carloads with roof coating (not paid or stain), having asphalt, pitch, 
rosin or tar base, or asphalt, pitch, tar, roofing shells or gravel, wall 
boards (fibreboard, pulp board or strawboard, built up), not deco- 
rated; minimum weight in straight, or mixed, carloads 46,000 pounds. 

Note 1. Includes felt or paper, saturated, and coated with asphalt, 
pitch, tar or similar materials, combined with burlap. 

Note 2. Rates apply on felt or paper, saturated, and coated with 
asphalt, pitch, tar or similar materials, but not combined with bur- 
lap, cotton cloth or other fabric. 

Note 3. When shipped in rolls, each roll or tube may contain 
roofing cement, tin roofing.caps, nails or metal or wooden strips, 
sufficient to lay the roofing contained in it. With prepared or com- 
position roofing, roofing paper or asphalt shingles, there may be 
shipped in the same car, tin roofing caps, metal fasteners and nails, 
but not to exceed 10 per cent of the weight of the prepared or com- 
position roofing, roofing paper, and asphalt shingles. 





FUEL OIL CASE DISMISSED 


Examiner Thomas HE. Pyne has recommended the dismissal 
of No. 14836, Union Sulphur Company vs. Texas & New Orleans 
et al., on a finding that the rate applicable on fuel oil in tank 
cars from Texas sub-ports to Sulphur Mine, La., between April 
9, 1921, and July 27, 1922, was not unreasonable. The allega- 
tion was that the rate was unreasonable to the extent it ex- 
ceeded 6.5 cents. Reparation only was sought. Sulphur Mine 
is served exclusively by the Brimstone Railroad & Canal Com- 
pany, owned by the complainant. It connects with the Kansas 
City Southern and the Southern Pacific. 

The examiner said the record showed conclusively that the 
6.5-cent rate, although it might be remunerative, was less than 
a maximum reasonable rate and was established by defendants 
because of competitive influences and for the purpose of avoid- 
ing loss of traffic. 

Examiner Pyne found certain of the shipments were over- 
charged and said the Commission should direct refund. 


FELDSPAR CASE DISMISSED 


Examiner Morris H. Konigsberg has recommended the 
dismissal of No. 15598, Oxford Soap Company vs. Boston & 
Maine et al., on a finding that the rates on feldspar, carloads, 
from Keene, N. H., to ‘Manchester, are not unreasonable. The 
complaint attacked the rates applied on eight carloads shipped 
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between November 13 and December 12, 1922. A combination 
of sixth class rates, based on Willamantic, Conn., was applied. 
The complainant contended that the rate should not have ex- 
ceeded 19.5 cents, made up of a rate of 13 cents to Willamantic 
and 6.5 cents beyond. Konigsberg said the record was not 
clear as to the basis for the requested rate. The route used 
was not the customary one, the latter having been embargoed. 
‘The examiner said there was no question about the propriety 


of the embargo. The rate over the customary route, the direct 
one, was 13.5 cents. 


BOX SHOOK REPARATION 

In a report on further hearing, in No. 13199, West Coast 
Lumbermen’s Association et al. vs. Director-General, Southern 
Pacific et al., Examiner Warren H. Wagner said the Commis- 
sion should find the Siler Mill Company made shipments of 
box shooks from Raymond, Wash., to San Francisco and other 
points on the Southern Pacific in California. The original 
report, 77 I. C. C. 669, held the rates on box shooks, crate 
material and shingles, from Washington and Portland, Ore., 


to San Francisco and other points in California unreasonable 
and awarded reparation. 


‘STORE DOOR DELIVERY PLANS 


The Trafic World New York Bureau 
Following approval of the store door delivery plan for iess 
than carload freight by the Atlantic States Shippers’ Advisory 
Board (see Traffic World, Sept. 14), the next step is expected to 
be a trial of the system at smaller terminals before it is applied 
at the great distributing centers of the country. 

The committee on Store Door Delivery, W. H. Connell, 
Chairman, recommended that the innovation be put into effect 
gradually. The shippers advisory board approved the plan in 
principle and sent it back to the committee for further clab- 
oration. Following is the report of the committee: 






At the third regular meeting of the Board, held in New York on 
May &th last, the Executive Committee decided that a special com- 
mittee should be appointed to investigate the possibilities of Store 
Door Delivery. This special committee was appointed, a study of the 
subject has been made, and we desire to report as follows: 

Your Committee understands the purpose of “Store Door Delivery” 
is to expedite the movement of freight from and through the terminal 
of the delivering rail carrier to the premises of the consignee on in- 
bound shipments, or from the premises of the consignor to and 
through the terminal of the receiving carrier on outbound _ traffic. 

It appears that increased flexibility of terminals is a problem of 
greater importance and an object of greater desirability than increas- 
ing car supply and your Committee believes that increasing car supply 
without increasing terminal capacity will not solve the ultimate prob- 
lem with which all shippers and carriers are concerned namely the 
relief of freight congestion. 


With this understanding your Committee after diligens study 
finds as follows: 

(1) That rail terminals and facilities including freight houses 
and tracks at points within the Board’s jurisdiction in most cases 
were constructed many years ago. 


(2) That many of these terminals and facilities have not been 
enlarged in recent years. 

(3) That in most instances the physical handling of freight has 
not improved to any great extent over methods adopted when the 
terminals and facilities were originally built. 

(4) That the volume of inbound and outbound traffic handled 
through terminals is constantly increasing. 

(5) That such increase in traffic, unaccompanied by enlarged 
terminals, and improved methods of handling, have resulted in con- 
gestion during periods of business acfivity which has materially 
increased the cost of handling both to the carrier and to the shipper 
and has also had the effect of reducing the efficiency of the present 
car supply. 

(6) That a system of Store Door Delivery efficiently conceived, or- 
ganized and applied where freight terminals are inadequate might 
reasonably be expected to result in (a) A greater volume of mer- 
chandise handled through the terminal each working day, and (b) 


Expedited movement of less than carload freight, (c) An increased 
supply of cars. 


Recommendations 


It is the opinion of your Committee that in the establishment of 


Store Door Delivery, the principles named below must be observed 
if the system is to be successful. 


. The service must be optional. 

Note: It is the practice in all countries where Store Door De- 
livery is made in connection with rail service, to give the shipper and 
consignee the option of handling their own freight from the rail 
terminal. The necessity for this arises in some cases from the pe- 
culiar character of the merchandise. In other cases the shipper or 
receiver can perform the _ service cheaper than can the railroad. 
There are certain commodities which require specialized handling, 
and it will be neither advantageous to the shipper nor economical 
to the carrier to entrust the handling of such commodities to inex- 
peetenogs truckmen. 


* he carrier must assume full responsibility to and from Store 
oor. 

Note: In all countries where Store Door Delivery has been suc- 
cessfully tried, the carrier assumes full responsibility for its truck- 
men between its terminal and store door. This service must be an 
extension of the rail service, and it cannot be made successful unless 
the carrier assumes full responsibility for the agent it selects for the 
performance of this additional terminal service. If the shipper is to 
be responsible for the safe conduct of his goods between the railroad 
terminal and his place of business, it is only natural that he should 
desire to select a truckman in whom he has confidence and over 
whom he has some measure of control. In the opinion of your Com- 
— this provision is fundamental. 


. The cost of Store Door Delivery should be borne by shippers 
and receivers. 
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Note: The cost of making Store Door Delivery should be in addi- 
tion to the station to station rate. The carrier should not be ex- 
pected to assume this expense. 

The trucking charge must be just and reasonable. 

Note: The charge for the service must be such as to attract the 
business to the carrier. The charge should reflect the advantages to 
the carrier of increased terminal flexibility. Unless the trucking 
charge is at least as low as the present cost to the shipper or con- 
signee your Committee believes there will be no inducement to the 
shipper or consignee to entrust this service to the carrier. Any 
attempt on the part of the carrier to profit on the terminal service 
will defeat the object to be obtained. 

5. Store Door Delivery should be established gradually. 

Note: Any attempt to establish Store Door Delivery in a whole- 
sale way will, in the opinion of your Committee, fail, it should be 
undertaken only at those points where there is obvious need of in- 
creased terminal facilities for the handling of less than carload 
freight. Its establishment should be gradual, and in the opinion of 
your Committee, it should be tried out in some of the smaller cities 
before attempting to put it into effect at the great markets. This 
recommendation is made upon the assumption that in its experimental 
stage some changes will have to be made, and the carriers will 
gradually develop this method of handling less than carload business, 
so that when it is established in the larger cities, the experimental 
stage will have been passed to a large extent. 


Conclusion 


It is the judgment of your committee that a system of Store 
Door Delivery based upon the Serene principles is the most hex 


means for securing greater flexibility of present terminals and/hence 
increasing car supply. 


OHIO REGIONAL BOARD 


The Ohio Valley Shippers’ Regional Advisory Board met at 
Springfield, O., September 16. Over 100 attended the meeting, 
including shippers’ and carriers’ representatives. Reports were 
had from the railroads on the condition of traffic throughout the 
territory and from the commodity committees. 

J. A. Morris, district manager of the car service division, 
commented on the co-operation being given the carriers by the 
shippers and called attention to the heavy interchange of car- 
loads at Cincinnati, a record having been set September 15. 
He said that if there was a shortage of cars in the fall and 
winter, it would be in spots only. 


His statement with respect to the car supply was corrobo- 


‘rated by many of the railroads in their reports, the feeling appar- 


ently being that there was no large surplus of equipment, but 
that the roads were prepared to handle any increase in shipping 
before a car shortage might appear. 

The reports of the commodity committees indicated a rapid 
improvement in business conditions throughout the territory. 
The reports of the coal and coke committee seemed to show 
that there might be a shortage of cars for loading coal, due to 
the fact that consumers were holding off buying until the last 
minute, which would, it was felt, result not only in congestion 
of terminals, but make it difficult to move empties back to the 
mine. 

Donald Conn, on the behalf of western grain, potato and 
lumber shippers, made a plea for empty box cars for return 
loading east. He impressed on the meeting the necessity for 
loading all western cars for home and loading to the maximum 
whenever possible. 

The board approved the adoption of new by-laws and elected 
E. Zimmerman, G. K. Mitchell, L. P. Lewin, Scott Meiks and 
A. R. Yarbrough members of the executive committee. _The 


next meeting will be held at Louisville, Ky., the second/week 
of November. 


SOUTHWEST BOARD TO MEET 


The Southwest Regional Advisory Board will hold its sixth 
regular meeting at the Jefferson Hotel, Dallas, Tex., September 
23. Among subjects on the docket for consideration are the 
reports from 21 commodity committees and from 24 railroads; 
the necessity of buying coal and other supplies early so as ‘0 
avoid congestion of traffic in the fall and winter months, and 
the details of a poster campaign to inform the public regarding 


the nature and activities of the Southwest Regional Advisory 
Board. 


EXTENSION OF LINE 


The Missouri Pacific has applied to the Commission for 
authority to extend its Eudora branch from the present southern 
terminus at Epps, La., to a connection with the Vicksburg, 
Shreveport & Pacific at or near Delhi, La., a distance of ap- 
proximately 10.5 miles. The applicant said the extension would 
materially decrease the length of haul and materially expedite 
the transportation of both passengers and freight, as between 
Epps and points north thereof, on the Eudora branch, south 
of Eudora, Ark., on the one hand, and the natural trading points 


of the territory involved, namely, Vicksburg, Miss., and Mon- 
roe, La. 


CONSOLIDATED CLASSIFICATION DOCKET 


Docket No. 20, for hearings of the Official, Southern and 
Western Classification committees at New York, October 7, 
Chicago, October 14, and Atlanta, October 21, is published in 
the September 20 issue of The Traffic Bulletin. - 
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LAKE COAL ARGUMENTS 


The Trafic World Washington Bureau 


Briefs of argument in the lake cargo coal cases are begin- 
ning to reach the Commission’s offices. Among the first was 
that of E. J. McVann, in No. 15423, Northern West Virginia 
Coal Operators’ Association vs. Baltimore & Ohio, et al., in 
which what is known as the Fairmont district is trying to 
induce the Commisison to correct what it asserts is the injustice 
that was done to it by the Commission docket No. 8725, Lake 
Cargo Coal Rates 46 I. C. C. 159, decided in July, 1917, while 
the United States was in the war. That decision, Mr. McVann 
said, compelled the Baltimore & Ohio to increase the differen- 
tial of Fairmont over Pittsburgh from 12 to 15 cents and of 
Fairmont over Ohio No. 8 from 15 to 18 cents. 

After calling attention to the fact that that decision was 
made while the war was on Mr. McVann said that “although 
the coal producers of the Fairmont district believed that the 
Commission had been led into error in this decision, it was no 
time to make any effort to reopen the case and nothing was 
done.” 

“Now that the Pittsburgh and No. 8 producers have elected 
to start the controversy afresh,” continues Mr. McVann, “the 
Fairmont district believes that the Commission itself ought 
to take occasion to correct the old errer or leave the Baltimore 
& Ohio free to make reasonable and proper adjustment of the 
rates to Lake Erie ports from the Fairmont district, just as 
it was permitted to do in Ohio in docket No. 8725.” 

Mr. MecVann called attention to a meeting held in 1899 
by the executives of the lake coal carrying lines to determine 
the rates that should apply on lake cargo coal in that year. 
He said that prior to that time Fairmont had had the same 
rates to the lake ports as Pittsburgh, operators in that district 
mining Pittsburgh seam coal and being in competition in the 
same markets with Pittsburgh operators. He said the Baltimore 
& Ohio executive argued at that time that Fairmont should 
not be any higher than Pittsburgh, but in order to prevent a 
rate war, the Baltimore & Ohio agreed to try the effect of a 
rate from Fairmont 8% cents per ton greater than the rate 
from Pittsburgh. 

That “unfortunate and disastrous concession,’ Mr. McVann 
said, appeared to have remained in the tariffs for a period 
of ten or twelve years although the Commission said, in 22 
I. C. C. 604 that “these rates from West Virginia fields were 
not increased because they were unreasonable in themselves, 
but were increased because of a desire to increase the differ- 
ential between the rates from the West Virginia fields on lake 
coal and the rates from the Ohio and Pennsylvania fields.” 

The brief said the Baltimore & Ohio although “depreciating 
any change in the present differentials” was being persistently 
pounded by the Pittsburgh and No. 8 operators and was threat- 
ened with a rate war by its competitors, the Pennsylvania, 
Wheeling & Lake Erie and the New York Central lines. 


Commenting upon the allegation of the Pittsburgh oper- 
ators that the present rates from the Fairmont district unduly 
preferred Fairmont, Mr. McVann said that the truth was that 
the producers in the Pittsburgh and No. 8 districts stood be- 
tween Fairmont and the lake market. 

“They own practically all the docks, or are allied with 
those they do not own, by interlocking stockholding,” said Mr. 
McVann. Alluding to witnesses for the complaining Pittsburgh 
operators he said they told the real story when they testified 
that they went into the Fairmont district, bought Fairmont 
coal, shipped it up the lakes and resold it to the railroads 
for fuel “and made a profit on the transaction.” He said they 
did that not once but repeatedly. Finally, he said, they testified 
that the coal was bought from the Fairmont operators at a 
price “less than it cost them to produce the same coal.” Mr. 
McVann wanted to know if that was the picture of a district 
that was preferred unduly and unlawfully. 


The Fairmont operators contend that if the Commission will 
deal with their rates in the way in which it has dealt with 
rates from Ohio fields Fairmont coal will have the Pittsburgh 
rate, because like the coal from the Ohio fields, most of it moves 
on a single-line haul, as the Commission says is the fact from 
the Ohio fields, because the distances, to Lorain and Ashtabula 
are not greater than from the more distant Ohio fields to their 
lake ports. He submitted a table of distances showing the dis- 
tance from northern West Virginia at 246 miles while from the 
Pomeroy and Jackson, O., fields they were shown as 250 and 
253 miles. 

Whole-heartedly and unequivocally attorneys for the rail- 
roads argue that the lake cargo coal cases should be dismissed 
on the ground that the rates are reasonable and have not been 
shown to prejudice or prefer any of the complainants or inter- 
veners. The brief filed by them in the three cases that have 
been consolidated for hearing and argument is signed by attor- 
neys representing all the railroads, but seems to be chiefly the 
work of W. S. Bronson, chairman of the committee of counsel. 

Andrew P. Martin, attorney for the Wheeling & Lake Erie, 
does not subscribe to all the arguments. That carrier agreed 
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with its neighbors that the rates were reasonable per se. It 
disagreed with them as to the differentials. It did not join its 
neighbors in contending that the relationship of rates from 
the complaining districts and the districts alleged by them to 
be preferred were proper. The assent of the Wheeling & Lake 
Erie, therefore, was only as to the reasonableness of the rates. 

The position of the carriers, as set forth in their brief, is 
that the rates from the Pittsburgh, Ohio No. 8 and Cambridge 
districts are not shown to be unreasonable, and, with the ex- 
ception of the Wheeling & Lake Erie, that the relationship of 
the rates from the shorter and longer haul districts comprising 
the lake cargo coal rate adjustment, has not been shown to 
subject the Pittsburgh, Ohio No. 8 and Cambridge shippers to 
any undue or unreasonable prejudice or disadvantage or give 
to the shippers in the longer haul districts any undue pref- 
erence or advantage in any respect whatsoever. 

“The position of the defendant carriers, other than the 
Wheeling & Lake Brie, in this proceeding,” says the brief, “is 
that the Commission, having fixed the present adjustment under 
which not less than 25,000,000 tons of coal move normally 
during the spring, summer and fall months of each year, after 
an extended study of the entire situation covering a period of 
nearly two years, in 1916 and 1917, and the complaining dis- 
tricts having under the adjustment which gives them the lower 
rates and their competitors the higher rates shipped the large 
preponderance of all competitive coal of the same character 
they produce moving under the rate adjustment, to wit, 66 per 
cent against their competitors’ 34 per cent, in 1919 and 1921, 
the only two years of keen competition since the rates went 
into effect, and the only years in which freight rates were of 
importance in marketing coal, the adjustment should not be 
changed in any respect whatsoever until it has been clearly 
demonstrated during a sufficient period of time that complain- 
ants, whoever they may be, have been injured by being de- 
prived by the rate relationships of what may be regarded as 
their fair share of the total tonnage that moves under the rates 
comprising the lake cargo coal rate structure. 


“The Wheeling & Lake Erie takes the position that the 
Pittsburgh, Ohio No. 8 and Cambridge rates are reasqnable, but 
that the rates from northern West Virginia, southern West 
Virginia and Kentucky are unduly preferential. The carriers 
serving those districts respectfully submit that the Wheeling 
& Lake Erie is in no position to attack their rates as unduly 
preferential, since the Wheeling & Lake Erie does not serve 
any of the West Virginia or Kentucky districts; does not 
participate with the carriers serving those districts in the 
transportation of lake cargo coal, nor do the carriers serving 
those districts participate with the Wheeling & Lake Erie in 
serving the Pittsburgh or Ohio No. 8 Cambridge districts in the 
transportation of lake cargo coal.” 


The railroad lawyers called attention to their exhibit show- 
ing that under the present rate adjustment complainants and 
other Ohio and Pennsylvania shippers, with investments in 
2,961 mines, shipped, in 1923, 60.4 per cent of all high volatile 
lake cargo coal, while West Virginia and Kentucky shippers, 
including “negligible Tennessee,” with investments in 4,684 
mines, shipped but 39.6 per cent. They said that 1923 was a 
supernormal year, one of not particularly keen competition, and 
therefore not conclusive of the propriety of a rate adjustment. 
In 1919 they said the Pittsburgh district alone shipped more 
than West Virginia and Kentucky combined and in 1921 but 
little less than those states combined. They said the Pitts- 
burgh district shipped 70 per cent more than all of southern 
West Virginia; more than all of southern West Virginia and 
Kentucky combined; the Pittsburgh district shipped nearly ten 
times as much as northern West Virginia (Fairmont); more 
than six times as much as the southern Ohio districts combined 
= a and more than nine times as much as southern Ohio 
n a 

Another exhibit, they said, showed that of 28 mining com- 
panies, shippers of lake cargo coal from the Pittsburgh dis- 
trict, 13 companies developed since 1913, the year after the 
Boileau decision, in which that district was given a reduction 
in rates. Another exhibit, they said, showed that No. 8-Cam- 
bridge alone shipped more coal than the entire state of West 
Virginia; that in 1919 those districts shipped more than three 
times as much and in 1921 twice as much as Kentucky, and 
from 25 to 40 per cent more than all of southern West Virginia. 

The railroad lawyers said the undisputed facts proved that 
the Pittsburgh and Ohio No. 8-Cambridge complaints were so 
wanting in merit as to warrant their dismissal without further 
consideration. 

Unusual, almost violent, language is used by E. L. Greever, 
J. F. Bullitt and Norman, Quirk & Graham in behalf of the 
interveners located in West Virginia, Kentucky, Tennessee 
and Virginia in their characterization of the complaints in 
Pennsylvana and Ohio. They suggest the complainants, by 
the testimony of C. J. Goodyear, have shown a desire to have 
the Commission do for them what the Sherman anti-trust law 
forbids them doing for themselves, that is, to have the Com- 
mission increase the difference in rates or differential so as 
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to place the operators in the more distant fields at a greater 
rate disadvantage than they are now. They refer to the con- 
ferences that must have been held by the complainants before 
they filed their complaints as evidence of a combination to 
“defeat the purpose of the commerce clause of the Constitu- 
tion.” The purpose of the commerce clause they set out as 
being to “encourage, foster and preserve the free and unin- 
terrupted flow of commerce among the states.” The Sherman 
law, they said, following the mandate of the Constitution, made 
unlawful any combination in restraint of interstate commerce. 

“Once more the highly favored Pittsburgh and Ohio No. 8 
coal fields are before this Commission seeking an increase in 
their already commanding rate advantage on lake cargo coal,” 
is the way the attorneys for the distant field interveners begin 
their brief in No. 15007, the main case and the sub-number 
thereunder. “This is the third series of complaints involving 
lake cargo rates and differentials, brought by the Pittsburgh 
and No. 8 Ohio-Cambridge coal districts, either separately or 
jointly, commencing with 1912.” 

They pointed out that the Ohio operators had a rate ad- 
vantage ranging from 18 to 43 cents and the Pittsburgh oper- 
ators an advantage ranging from 15 to 40 cents. They pointed 
out the rates paid by the complaining districts and those paid 
by the intervening districts, the latter of which they said the 
complainants ironically styled “the preferred districts.” 

They called attention to Mr. Goodyear’s testimony out- 
lining the object of the complaint respecting as desiring a 
widening of the differentials, “the wider the better,” they said 
he asserted. They said Mr. Goodyear asserted that if “we,” 
the complainants, “can get these differentials (the ones pro- 
posed) we can undoubtedly keep them out, to an extent. It 
will be merely a question of confining their growth as closely 
as we can.” “Their” in that testimony was taken to mean 
the operators in the more distant fields, interveners in this 
case. 

These complaints, the interveners asserted, were filed not- 
withstanding that, as an average in 1919 and 1921, the two years 
in which they said freight rates were a factor in determining 
the origin of lake cargo coal, the complainants furnished 66 
per cent, while the interveners furnished 34. 


“Having been favored by an ever increasing advantage, like 
a spoiled child they increase their demands on an _ over-in- 


dulgent parent,” said the attorneys for the interveners, about 
the Ohio operators. 


“The Pittsburgh operators,” they continued, “are even more 
reprehensible than the Ohio No. 8. Producing a coal, which, by 
their own admission, is suitable for all purposes, enjoying at 
their very doors the greatest market in the world and with a 
freight advantage that should be sufficient in itself to give them 
absolute control of the lake market, they lie supinely on their 
backs, surrender to the most extravagant demands of labor, 
pay out of earnings carrying charges of large areas of valuable 
coal Jands which double in value every few years and let their 
less favored competitors struggle for a portion of the market; 
but if these competitors succeed in the slightest degree, the 
Pittsburgh operators employ ‘economists and calculators’ and 
rush to this Commission praying for legislative action that will 


permit them to continue in their course of indolence and 
affluence.” 


Andrew P. Martin, speaking for the Wheeling & Lake Erie, 
which insisted the rates from Ohio and Pennsylvania were 
reasonable, advocated an increase in the differentials, claiming 
the present “narrow” differentials were not justified by the 
evidence relating to competitive or commercial differences; 
that due consideration of the value of the service given ship- 
pers of lake cargo coal from the southern districts required 
a substantial increase in the differentials of those districts over 
the complaining districts; and that increases were justified by 
reason of the superior character and quality of the coals from 
the southern districts. He specifically asked the Commission 


to prescribe the differentials set forth in an exhibit in the 
case, No. 153. 


Ernest S. Ballard, D. F. Hurd and James Dale Thom, for 
the Pittsburgh Vein Operators’ Association of Ohio et al., com- 
plainants in Sub-No. 1, made argument in support of three 
propositions: First, that the lake cargo rate of $1.63 from 
No. 8 and Cambridge districts, for weighted average distances 
of 151.13 and 155.37 miles had been exorbitantly and dispropor- 
tionately increased since passed upon by the Commission: sec- 
ond, that the Wheeling & Lake Erie, the principal defendant, 
had admitted the rate was too high; and, third, that measured 
by the cost of service, the test applied by the Commission when 
the rate was last reviewed, it. was unjust and unreasonable. 

Under the first proposition they vigorously objected to the 
way in which General Order No. 28 was applied, resulting, as 
they pointed out, in an increase of 40 per cent, claiming it 
produced a rate that was grossly unreasonable and excessive. 
They said the premises upon which that increase of 40 per cent 
was made were fallacious and that a proper increase would have 
raised a 90-cent rate to $1.10 instead of, as was the fact, to 
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$1.27. They claimed that, had the general increases and re- 
duction been properly made, from 1918 onward, the rate would 
now be $1.385 instead of $1.63. They further claimed that, 
judged by the cost of service, the test employed by the Com- 
mission the last time it reviewed this rate it would now be 
only $1.23 instead of $1.63. They insist that the rate should 
be measured by the cost of service. They said the reduction 
sought would benefit consumers and not hurt the carriers. As 
to relationship of rates, they said the Commission had the 
power, under section 15, to prohibit rates from the “preferred,” 
that is, the more distant districts, that would not preserve a 
relationship assuring the Ohio districts the advantage of their 
geographical location. 

George N. Brown and Walter D. McKinney, in behalf of 
the Southern Ohio Coal Exchange, an intervener, said the posi- 
tion of their client was that its interests were identical with 
the complainants, except that they insisted that the equality 
of rates between its districts, Crooksville, Shawnee, Hocking, 
Jackson and Pomeroy and the other Ohio districts, No. 8 and 
Cambridge, should be continued. They said they denied that 
any of the southern Ohio districts were preferred within the 
meaning of the law, as compared with the districts represented 
by the complainants. They said they contended that any re- 
duction in the rates on lake cargo coal, from the complaining 
districts should be accompanied by a like reduction from the 
southern Ohio districts. They said they supported the com- 
plainants in their contention that any reduction in the rates 
from the complaining districts should not be followed by like 
reductions from competing districts in West Virginia, Kentucky 
and Tennessee, or elsewhere in case the distances are greater, 
but that the spread in the rates now in effect and applicable 
to such competing districts should be increased by the amount 
of the reduction, and maintained at that amount by the exer- 
cise by the Commission of its minimum rate-fixing power. They 
said that if the rates from the complaining districts were found 
reasonable, the rates from the more distant districts should be 
increased so as to increase the spread. 


In behalf of the Illinois Coal Traffic Bureau, intervener in 
the three cases, F. H. Harwood and R. W. Ropiequet laid down 
four propositions for the discomfort, it is suspected, of the 
complainants and the other interveners, as follows: 


1. Complaints have failed to establish the allegation of intrinsic 
unreasonableness of their own rates and there is no justification 
of record for any reduction. 


2. There is no justification, under cost theory, of complainants 
for rates on lake cargo coal lower than for coal under similar trans- 
portation delivered locally at the ports. When thus measured, com- 
plainants’ present rates are shown unreasonably low. 

. The record does establish the impropriety of the related dif- 
ferential adjustments and justifies the removal thereof and the sub- 


stitution therefor of increased differentials upon a more nearly proper 
relative basis. : 


4. There is no justification, either legally or otherwise, for the 
maintenance of the presertt differential rate adjustment, as between 
the complainants and the preferred districts because of economic 


conditions or the competitive relationship in the markets of the 
northwest. 


August G. Gutheim and C. J. Goodyear, for the complaining 
Pittsburgh and Ohio operators, argue for a rate of $1.26 on 
coal from the Pittsburgh district, a reduction of 40 cents, with 
a splitting of the Ohio blanket, so that the most distant Ohio 
fields, instead of being on an equality with No. 8-Cambridge, 
as they are now, and 3 cents under Pittsburgh, shall be over 
Pittsburgh, Hocking Valley 9 cents and Pomeroy 34; and in- 
creased differentials over Pittsburgh for all the more distant, 
called by the complainants, the “preferred” districts. The 
differentials advocated by them are Connellsville, 15 cents; 
Fairmont, 34; Kentucky, 58; Kanawha, 65; Thacker, 65; New 
River and Pocahontas, 80; Hazard, 81; Big Sandy, 86; Harlan, 


91; and McRoberts, 99 cents. The differentials now range from 
15 to 40 cents. 


Their fundamental contention is that the Pittsburgh rate 
of $1.66, measured by the cost and value of the service, is too 
high; that is, too high in and of itself. They directed attention 
to what they called the carrier criticism of their cost studies 
so as to make the point that the data upon which the cost of 
performing the service could be calculated were within the 
custody of the carriers, but that they declined, both on formal 
and informal requests, to furnish them. The Wheeling & Lake 
Erie only, they said, produced any data. The facts that carrier 
submitted, in relation to the value of the return ore-loading, 
Gutheim and Goodyear said, bore out, 100 per cent, all the 
complainants claimed respecting the return ore movement. 
They claimed the rate was unreasonable on other grounds as 
well, and, of course, supported their contentions about its un- 
duly prejudicial and preferential character, but they emphasized 
the unreasonableness from the point of view of cost and value 
of service. 

They said their cost studies showed the cost to be 74 cents 
per ton. They said that since the adjustment made in the 
Boileau case, in 1912, commodity rates had increased 80 per 
cent and class rates 90. In the Boileau case they said the Com- 
mission figured the cost of transporting lake cargo coal from 
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Pittsburgh at probably less than half the then rate of 88 cents. 
They said the Commission’s figures indicated a cost of about 
40 cents per ton. Inflating that by 80 per cent, they said, in- 
dicated a present-day cost of about 72 cents. Inflating it 90 
per cent, the increase in class rates, gave a cost of 76 cents, 
from which they drew the conclusion that their own calculation 
of 74 cents as the present-day cost was not far out of the way. 

Further commenting on the Boileau case as a basis to be 
used now, they directed attention to three facts: Namely, that 
the Commission, in ordering the reduction of the rate from 
88 to 78 cents, said that that rate was still too high, from the 
point of view of the specific cost of doing that particular busi- 
ness; that the Commission found justified, an increase of 9% 
cents per ton on coal from mines on the Norfolk & Western 
to go along with the 10-cent reduction from Pittsburgh, but 
that the increase from Norfolk & Western mines was not made 
because the carriers from other, more distant, fields made only 
a negligible showing in favor of the increases from their mines, 
wherefore the Norfolk & Western could not afford, for com- 
petitive reasons, to make an increase from its mines. 

The complainants contended the carriers, in this case, pro- 
ceeded upon the assumption that the rates they had in effect 
before the decision in the Boileau case was the proper founda- 
tion upon which to build a defense in this case, ignoring, as they 
averred, the fact that the pre-Boileau rates had been condemned. 

Another point made by Gutheim and Goodyear is that the 
disproportion caused in 1912 by the failure of the carriers serv- 
ing the more distant fields to increase their rates 9% cents 
has beens accentuated since that time because Pittsburgh, in 
cents per ton, has paid just as much of the increased cost of 
transportation, 88 cents, as the operators in the more distant 
fields, notwithstanding that cost of service increases with the 
length of hauls. 

“The burden of a rate higher than justified by cost, which 
Pittsburgh was left to carry in 1912, has been progressively 
increased since,” they asserted. 





HEARING ON COAL RATES 


The rate on coal, inbound, to the inner and outer zones 
of the Chicago switching district is attacked in Docket 11224, 
the Chicago Coal Merchants’ Association against the Director- 
General, Santa Fe et al., heard before Examiner Shanafelt, at 
Chicago, this week. This hearing follows the reopening of the 
case by the Commission, which has made two previous reports 
on the case. 

A. F. Cleveland, for the Chicago & Northwestern, testified 
as to the circumstances that led up to the Lowrie agreement 
in 1911 and as to why coal was excepted from the application 
of that tariff in the Chicago switching district. He said it was 
not applied on coal shipments because the competition on coal 
shipments was so keen that the rates were very low—so de- 
pressed, in fact, that the originating lines could not afford to 
pay the extra rate under the then new tariff, nor to absorb it. 

The fault to be found with the coal rate adjustment in the 
Chicago district, he said, was that a large jump in the rate 
existed between the last points in the outer zones and the 
first suburban points. The latter are based on a full combina- 
tion of locals, while the former are but slightly more than 
the flat Chicago rate. He entered exhibits to show the dis- 
parity between the rates at the edge of and just outside the 
district and to show that the several reports of the Commission 
had first remedied the faults, but that the last report, made in 
July, of this year, had virtually recreated the condition formerly 
condemned. In illustration of this, he described the conditions 
at Evanston and Rogers Park. At Evanston the rate has 
ranged from 75 cents over the Chicago rate, in December, 1919, 
through 95 cents over it, in November, 1922, down to 37.5 cents 
over it at the present time. In Rogers Park the rate was 75 cents 
over the Chicago rate in 1919, just as it was at Evanston. It 
then ranged from 20 cents over the Chicago rate to 25 cents, 
down to where it is now on a par with the rate and 37.5 cents 
a hundred less than the rate to Evanston. 

O. T. Cull, for the Milwaukee, testified as to the exception 
allowed coal under the original Lowrie agreement, and entered 
testimony and exhibits tending to show a condition on the 
suburban and switching lines of the Milwaukee similar to that 
described by Mr. Cleveland as obtaining on the Northwestern. 
Mr. Cull said he wished to subscribe to and adopt the testimony 
of Mr. Cleveland, as being a true statement of conditions as 
they were on the Milwaukee as well as on the Northwestern. 

The carriers completed their case with the appearance of 
R. B. Batty, of the C. B. & Q., and W. Fitzgerald, of the C. & O., 
who testified as to the manner of handling inbound coal over 
the numerous connections as well as to the measure of the rate. 


J. P. Haynes, head of the traffic department of the Chicago 
Association of Commerce, for the complainant, testified as to 
the conditions of coal shipping at Chicago from the shippers 
point of view. It was his contention that one rate should apply 
throughout the Chicago switching district and that there should 
not be an adjustment such as now exists—one built up of plus 
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rates to the outer-territory. He said that the plus territory was 
under a handicap in competing with the so-called free territory. 
He admitted that, if the flat Chicago rate were to be applied 
throughout the district, a hump in the rate just as it passed 
outside of the boundry was unavoidable, and said that was 
true where a group adjustment of rates existed. 

J. S. Brown, chairman of the Chicago Switching Conference 
Committeee, testified that he was one of those who participated 
in the discussion leading up to the Lowrie agreement, and that 
the rates on coal were considered in the agreement, but left 
out of the Lowrie tariff, in 1911, because no agreement could 
be reached as to the differences in rate which should apply to 
the different stations within the switching district. 

M..N. Allison, of the Illinois Brick Co., and C. A. Shank, 
of the National Brick Co., testified as interveners on behalf 
of the complainant that an adjustment, whereby a flat Chicago 
rate prevailed throughout the district, even though it left a 
hump in the rate to their plants outside the district, would be 
satisfactory to them. 

W. J. Womer, chairman of the transportation committee 
of the Chicago Coal Merchants’ Association, indorsed the views 
previously expressed by witnesses for the complainant with 
regard to believing one rate proper on coal within the Chicago 
district. He testified as to the movement inbound of revenue 
coal, which was 30,000,000 tons at the time of the previous 
hearing, about three years ago. The revenue to the roads at 
that time amounted to about $75,000,000, he said. He intro- 
duced exhibits showing the rates on coal to various points in 
Chicago and the amount of return to the roads. 


COAL PRODUCTION AND SHIPMENT 


“Because of the Labor Day holiday the total production of 
soft coal declined sharply in the week ended September 6,” 


the Geological Survey says in its current weekly coal report 
which, in part, follows: 





The total output is estimated at 7,941,000 net tons, a decrease 

of 778,000 tons, or 9 per cent. The upward trend in the rate of 
production was maintained, however, and the average daily rate 
of output was 1,510,000 tons, against 1,453,000 tons in the pre- 
ceding week. Many mines continued to operate on the holiday, 
and it appeared to count as a little more than a quarter of a 
normal Monday. 
: As indicated by preliminary telegraphic reports on car load- 
ings there was appreciable improvement on the first two days of 
last week, and for the first time a month’s loadings in a single 
day passed the 3,000-car mark. 

The production of anthracite ceased completely on Labor 
Day and in consequence the total output for the week ended 
September 6 dropped to 1,451,000 net tons, a decrease of 386,000 
tons, or nearly 21 per cent. The corresponding week a year ago 
was marked by the beginning of a general strike in the an- 
thracite region. 

The all-rail movement of coal into eastern New York and 
New England declined during the week of Labor Day. Ac- 
cording to reports of the American Railway Association, 2,452 
cars of bituminous coal and 2,306 cars of anthracite were for- 
warded through the rail gateways over the Hudson, decreases 
respectively, of 269 and 276 cars. In the corresponding week 
last year, 4,576 cars of bituminous coal and 2,235 cars of an- 
thracite were shipped. 

There was practically no change in the volume of tidewater 
business in soft coal at the principal Atlantic coal ports in 
August. Reports show that the total quantity handled was 
2,745,291 net tons, an increase of 46,364 tons, or less than 2 per 
cent. The improvement was due principally to an increase of 
160,925 tons in cargoes consigned to New England, which, how- 
ever, was largely offset by decreases in dumpings for the foreign 
account and in “other coastwise” tonnage. Compared with 
i in July, 1923, there was a decrease of more than 18 
per cent. 

The occurrence of the Labor Day holiday interfered with the 
Lake movement of bituminous coal in the week ended September 
7 and dumpings declined to 768,024 net tons. This was a de- 
crease of 165,844 tons, or nearly 18 per cent. Of the total dump- 
ings 729,721 tons were cargo coal and 38,303 tons were vessel 
— the corresponding week last season 806,153 tons were 

umped. 

Cumulative dumpings of cargo coal to September 7 stood at 
13,772,503 tons, decreases of 30 per cent and 17 per cent, respec- 
— as compared with the corresponding periods of 1923 and 

Shipments of anthracite up the Lakes remained practically 
unchanged in the first week of September and totaled 117,962 
net tons, of which 84 per cent was dumped at Buffalo and 16 
per cent at Erie. Dumpings during 1924 to date total 2,309,363 
tons, against 2,354,775 tons at the corresponding date last season. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
September 1-7, inclusive, was 194,306, as against 231,677 cars 
in the preceding period, while the average daily shortage was 
248 cars, according to the car service division of the American 
Railway Association. 

The surplus was made up as follows: Box, 63,656; ven- 
tilated box, 554; auto and furniture, 5,034; total box, 69,244; 
flat, 4,977; gondola, 38,727; hopper, 58,362; total coal, 97,089; 
coke, 3,197; S. D. stock, 8,293; D. D. stock, 2,595; refrigerator, 
8,021; tank, 104; miscellaneous, 786; total, 194,306. 

The shortage was made up as follows: Box, 198; auto and 
furniture, 14; flat, 16; gondola, 19; S. D. stock, 1; total, 248. 

Canadian roads reported a surplus of 21,600 box, 900 fiat, 
1,550 S. D. stock and 700 refrigerator cars. 
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FOURTH SECTION EXCEPTIONS 


The Trafic World Washington Bureau 


All the varying views as to fourth section relief for trans- 
continental carriers able to carry traffic from the middle west 
to the Pacific coast that may be expected when arguments 
are made in fourth section application No. 12436, except the 
Atlantic seaboard view, have been indicated, it is believed, in 
the exceptions that had been filed when this was written, to 
Attorney-Examiner Pattison’s proposed report in that case. 
Exceptions had been filed at that time by W. S. McCarthy, 
J. A. Ford, C. O. Bergan and H. W. Prickett, for the Intermediate 
Rate Association; Joseph N. Teal and William C. McCulloch 
for the Portland Chamber of Commerce, Portland Traffic and 
Transportation Association and West Coast Lumbermen’s As- 
sociation; Frank Lyon, for the intercoastal steamship lines; 
J. P. Haynes, for the Chicago Association of Commerce and 
the interests of the middle west allied with that association; 
S. J. Wettrick and Jay W. McCune, for the Seattle Chamber of 
Commerce and the Tacoma Chamber of Commerce; J. E. 
Bryan and C. R. Hillyer for the Wisconsin Traffic Association; 
and Seth Mann for the San Francisco Chamber of Commerce. 

The Intermediate Rate Association’s exceptions were in- 
tended to support the examiner’s report. They support the gen- 
eral conclusion that the application should be denied but set 
forth that the report is not as strong on various points as the 
association thinks the evidence warrants. Four of six excep- 
tions, it is believed, indicate the general character. The first 
exception is directed toward the failure of the examiner to in- 
corporate a finding that the denial of fourth section relief in 
1918 had been of great benefit to the intermountain country, 
building up the trade of its jobbing centers and in general in- 
dustrial expansion. Its second was against the failure of the 
examiner to incorporate a finding that since the denial of relief 
in the year before mentioned, the intermountain distributor 
had, to a considerable extent increased his property investment; 
third, against his failure to report a finding to the effect that 
the intermountain distributor had not encountered increased 
competition with Pacific coast distributors since the return of 
ships to the inter-coastal service; and fourth, against his fail- 
ure to incorporate a finding to the effect that the proposed 
rates to Pacific ports on iron and steel articles and iron rods 
having minima of 80,000; on rails and spikes, paper labels, and 
roofing having minima of 50,000; and on soap, having a minimum 
of 60,000, were fully compensatory and that the proposed rates 
to Pacific ports, if applied at intermountain points, would be 
fully compensatory on practically all items included within the 
application. 

Portland interest excepted to the conclusion that the ap- 
plications should be denied upon the grounds that such conclu- 
sion was not supported by the findings of fact contained in the 
report, but was contrary thereto; that it was contrary to law and 
that the findings contained in the report justified and supported 
a conclusion that relief should be granted. They said the 
Commission should grant the relief. 

The intercoastal steamships excepted to the finding that 
the record indicated that the proposed rates would more than 
cover the additional expense of handling the traffic. Exception 
was taken to that because the railroads, as the steamship lines 
asserted, proceeded upon the false promise that the only added 
expense would be that incident to the hauling of loaded cars 
as compared with the hauling of empty cars. 

The Chicago and middle western exceptants asserted the 
examiner “very properly” found that the applicant carriers 
had successfully met every test of the criteria of reasonably 
compensatory terminal rates but that his recommendation was 
not justified. They said Mr. Pattison’s apparent disregard of 
the line of demarcation within which preference and prejudice 
were not undue and his further disregard of the economic effects 
of water competition required careful consideration on the part 
of the Commission to assure justice to both western railroads 
and the middle western commercial and shipping interests. 


Tacoma and Seattle accused the examiner of having not 
correctly stated the position of the Pacific coast and the inter- 
mountain country with regard to the application; asserted that 
the conclusion that the proposed rates would result in violations 
of the third section was erroneous; that the report was er- 
roneous in the effect it proposed to give to section 500 of the 


transportation act; and the examiner erred in recommending the 
denial of the application. 


The Wisconsin Traffic Association said the examiner “very 
properly” had found that the carriers had met, successfully, 
all the conditions precedent to the establishment of their 
right to relief but that it did not concur in his finding that a 
favorable decision would be a disregard of the policies of Con- 
gress as set forth in section 500; nor did it concur in the 
“thought” that the record warranted a conclusion that there 
would be violations of the third section. As to fourth section 
violations not covered by the application, the association said, 
it, as a shipper, was not prepared to discuss that feature and 
assumed that the interested railroads would satisfactorily an- 
swer those charges. 


The San Francisco Chamber of Commerce excepted to the 
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finding that “the Chamber of Commerce of San Francisco, one 
of the important commercial organizations of the coast, occupies 
a neutral position that neither supports nor opposes the applica- 
= and the conclusion that the application should be de- 
nied. 

The exception says the chamber, by no means, occupies a 
neutral position. On the contrary Mr. Mann said the interests 
of San Francisco and the whole of California demonstrated that 
the prosperity of the rail carriers was a subject of vital con- 
cern and that, under the restrictions established by law, car- 


riers should be allowed to meet their competition wherever 
they found it, on land or water. 


COLORADO TAKES AN APPEAL 


The Trafic World Washington Bureau 


The state of Colorado is going to take the question of the 
Commission’s power to permit the abandonment of a branch 
of the Colorado & Southern to the Supreme Court of the United 
States. (See Traffic World, August 2, p. 242, and August 23, 
p. 412.) At the state’s request the Commission has postponed 
the effective date of its certificate, issued in finance docket No. 
1572, from September 11 to October 11, so that the state officials 
may note their appeal on the October term docket of the high- 
est court. The original certificate permitting the Colorado & 
Southern to abandon the branch line was issued September 24, 
1923, to be effective six months from that time. By orders 
dated February 11 and August 7, 1924, the operative date was 
put into the future, until, as before set forth, its effective date, 
before the latest postponement, was September 11. The latest 
order was passed at a meeting of the Commission on Sep- 
tember 11. 

Three reports have been issued in this case. In the first 
the Commission denied a certificate, but said that if after trial 
for a specified time the branch could not be made to pay, the 
Colorado & Southern might renew its application. The trial 
was given. The branch had not paid, so the division which 
had been handling the case made a new report and granted 
a certificate of abandonment. Colorado had the case reopened 
and argued before the whole Commission. The result was a 
third report and a second certificate permitting abandonment 
of operation and the removal of physical property. 

Colorado attacked that certificate in a court constituted in 
accordance with the statute providing for the institution of a 
three-judge court for the determination of cases in which orders 
of the Commission were sought to be set aside. The court dis- 
posed of the state’s bill of complaint without taking much time 
for its consideration, dismissing it and allowing the report and 
order of the Commission to stand. The statute permits an 
appeal direct to the Supreme Court of the United States, and 
that is what Colorado is taking. 

It is the custom of the Commission to afford litigants all 
the opportunity they need for testing the validity of its orders. 
It sets forward the effective dates of its orders so the litigants 
need not bother the courts with applications for restraining 
orders to hold the matter in dispute in abeyance pending the 


determination of the issues. That is what has been done in 
this instance. 


ABANDONMENT OF LINES AUTHORIZED 


The Commission has authorized the receiver of the Minne- 
apolis & St. Louis to abandon a line of that company in Wal- 
worth county, S. D. 

The Rock Island, Arkansas & Louisiana and the Chicago, 
Rock Island & Pacific have been authorized to abandon a line 
of railroad in Winn Parish, La. 


ABANDONMENT APPLICATIONS 


The Oakgrove & Georgetown Railroad Company has applied 
to the Commission for authority to abandon that part of its line 
between Harvey’s Switch in Mobile county, Ala., to Gibson, 
Miss., a distance of 12 miles. Cessation of logging operations 
in the region served by the line was given as the reason for the 
desire to abandon the line. 

The Coudersport & Port Allegany Railroad Company has 
applied to the Commission for authority to abandon that part 
of its line between Newfield Junction and Ulysses, in Potter 
county, Pa., a distance of approximately six miles. 


CONDITION OF CARS 


Freight cars in need of repair on September 1 totaled 210,- 
109 or 9.2 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Amer- 
ican Railway Association. This was an increase of 6,168 over 
the number reported on August 15 at which time there were 
203,941 or 8.9 per cent. 

Of the total number, freight cars in need of heavy repair 
totaled 158,200 or 6.9 per cent, an increase of 1,592 compared 
with the number on August 15th. Reports showed 51,909 or 


2.3 per cent in need of light repair, an increase’ since August 
15 of 4,576. 
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HELL GATE BRIDGE HEARING 


The Traffic World New York Burezu 


Testimony to the effect that the Hell Gate Bridge Route, 
controlled by the Pennsylvania and New Haven roads, should 
be opened for the use of the New York Central as an additional 
means of service to shippers and consignees in Brooklyn and 
Queens was submitted this week at a hearing before tne Port 
of New York Authority. Various witnecsses said that cheaper 
use of this route was an essential part of the program of the 
Port Authority to provide more efficient and more flexible 
terminal facilities in the New York district. 


Evidence was presented to show that the practical closing 
of this route to shippers from points on the New York Sentral 
to Long Island destinations, due to the inability of the N. Y. 
Central and Pennsylvania to agree on terms, materially increased 
the cost of transportation of those dependent on the N. Y. 
Central. 

Because of this failure to agree on terms. the Central has 
been forced to continue its system of car floating from Wee- 
hawken to Long Island City, with resulting delays. One wit- 
ness even asserted that it required as much time to get a 
shipment by car float from Weehawken to the Bush Terminal, 
about 14 miles, as it did from Chicago to Weehawken, 1,000 
miles. 

The Port Authority hearing was initiated on complaints 
from the Queens Chamber of Commerce. Julius Henry Cohen 


‘and Wilbur La Roe, Jr., counsel for the Port Authority, said 


this was the last link that had not been opened for the use 
of other carriers in the interests of the harbor district as a 
whole. 

“One of the fundamental purposes of the comprehensive 
plan, which the Port Authority is directed by law to effectuate 
is to give all shippers within the port district a maximum of 
transportation service at the lowest possible cost,” said Mr. 
Cohen 

It was developed by officials of the Brooklyn and (Queens 
chambers of commerce and by R. J. O’Hare, representing the 
Sheffield Farms Co., Inc., that virtually all the milk consumed 
in Brooklyn and Queens is trucked there at consideranle addi- 
tional expense and loss of time. 


Commenting upon this point, Mr. La Roe said: “That is 
one of the most important things the Port Authority has to 
offer in its comprehensive plan-an-all-rail milk route inte Long 
Island.” 


Mr. Cohen, after pointing out that the Port Authority had 
effected a practical unification of service on the west bank of 
the Hudson through Belt Line No. 13, by which shippers along 
the Jersey shore have access to all trunk lines, made the fotlow- 
irg statement: 


The Queens Chamber of Commerce by its representation, directed 
attention to a situation on the east side of the port district, where, 
to the Chamber and its members at least, it seemed clear that a 
maximum use was not being made of this existing railroad facility. 
Conference with the interested carriers having produced no prac- 
tical result, the commission. under date of June 11, 1924, ordered that 
this proceeding be instituted ‘‘for the purnose of determining whether 
and to what extent” this route “is available and sufficient for the 
interchange of freight between New York Central and the Long 
Island Railroad; and whether its use as a facility in such interchange 
would avoid centers of congestion and realize economics in trans- 
portation costs; whether it would insure a more direct routing of 
freight; what causes prevent or tend to nrevent such use at present; 
what methods and remedies can be applied to remove these causes, 
and whether the joint use of the said facility is now economically 
practicable and required in the public interest.’” The respondents to 
the investigation are the New York Central Railroad Companv. the 
New York, New Haven & Hartford Railroad Company. the Penn- 
sylvania Railroad Company. New York Connecting Railroad Com- 
pany and the Long Island Railroad Company. 

We do not believe that it will be necessary—certainly not at this 
time—to go into the matter of the division of the rate between the 
carriers interested. The staff will urge upon the commission that 
it is in the interest of the public and that the New York Central, 
the New Haven and the Long Island Railroads onen this route for the 
benefit of the public, and open it by the establishing of a joint rate on 
the New York flat rate basis. We shall take the position that the 
matter of the division is of secondary importance and primarily con- 
cerns the carriers themselves, and it is onlv in the event they can- 
not agree that this question will require judicial or administrative 
determination. 


One of the principal witnesses at the hearing on Monday 
was Walter B. Pollock, marine superintendent of the New 
York Central. The Central did not initiate the proceedings, but 
the testimony of Mr. Pollock was naturally in support of the 
views expressed by the Brooklyn shippers. He gave information 
concerning delays to both eastbound and westbound freight over 
the Central due to its inability to use the Hell Gate route. He 
produced a number of telegrams sent to officials of the Long 
Island Railroad, a subsidiary of the Pennsylvania, urging more 
expeditious discharge of freight ferried to Long Island City. 
A few of these messages, covering the period in March when 
conditions were at their worst, were put into the record. 

On March 15 Mr. Pollock telegraphed to Ralph Peters, 
of the Long Island. that there were 238 cars for Long Island at 
Weehawken and eleven N. Y. Central floats tied up at “ong 
Island City. On March 22 he telegraphed that he had 146 cars 
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for Long Island, while the Long Island road reported 264 cars 
ready for Western N. Y. Central points with ten floats tied up. 
Similar messages were exchanged in the succeeding ten days. 

Mr. Pollock expressed the opinion, however, that the Long 
Island officials were doing all in their power to hasten deliveries 
and that other roads suffered as serious delays as the Central. 
It was testified that the average delay in the case of the Penn- 
sylvania was about four hours on each float. Mr. Pollock 
thought that the average for the Central was about 16 hours 
and that in some cases it amounted to as much as 40 hours. 

Billings Wilson, manager of the traffic department of the 
Port Authority, testified that he had made a study of the New 
York Connecting Railway and found that it was not congested. 
Freight and passenger traffic were handled on different tracks. 
The freight amounted to about one train every two hours and 
he believed this could be increased to one train an hour 
without difficulty or danger. He outlined the tariffs and tes- 
tified that it cost the shipper $3.80 a ton tore to have his 
goods come by way of the Hell Gete route. Mr. La Rve said 
that this was “a penalty of from 40 per cent to 50 per cent 
higher for the use of the Hell Gate bridge.” 

Mr. Wilson expressed the belief that freer use of this route 
would result in lower commodity prices on certain foodstuffs 


and such basic materials as cement, plaster, lumber and other 
building supplies. 


Others called to appear at the hearing were P. W. Moore, 
traffic manager of the Queens Chamber of Commerce; Frank 
Grace, traffic manager of the Brooklyn Chamber of Commerce; 
W. D. Smith, traffic manager for the William Wrigley Jr. Com- 
pany; E. J. Taroff, traffic manager for the Brunswick-Balke- 
Collender Company; Max Fleschner, manager for the Englander 
Spring Bed Company; E. A. Buchmann, traffic manager for the 
H. C. Bohack Company, who operate 310 chain stcres in Brook- 
lyn and contend that the all rail route would be essentially 
better and assure prompt delivery of Brooklyn’s food supplies; 
C. P. Harriman, traffic manager for *he Loose Wiles Biscuit 
Company; Edward Heuther, traffic manager of the National 
Enamelling and Stamping Company; George Andrews, President 
of Humbert & Andrews, and James A. Ward, a director of the 
Bush Terminal Manufacturers’ Association representing sev- 
eral hundred manufacturers. 


At the second day’s hearing on the Hell Gate Bridge route, 
W. S. Kallman, traffic manager of the New York Central, tes- 
tified that a proposal made by the Central to the New Haven 
to establish a through rate for use of the New York Connecting 
Railroad and to leave the proportional division to the Inter- 
state Commerce Commission for settlement had been rejected 
by New Haven. 


During federal control, Mr. Kallman said, the New York 
Central was directed to send freight by the Hell Gate route 
as a means of relieving congestion. In this period the New 
Haven asked four instead of three cents a 100 pounds, with a 
minimum of $15 a car and later raised the price to five cents. 
The Central acceded to this demand until the Commission 
withdrew its Car Service Order No. 1, after which the Central 


abandoned the route as too expensive and returned to its car 
float service. 


Mr. Kallman said that reopening of the Hell Gate route on a 
fair charge would be desirable for Long Island City shippers 
and also the Central itself. The milk would be benefited es- 
pecially, he declared. 


F. E. Williamson, operating manager for the New York 
Central, testified that an all-rail route supplementing a float- 
bridge route to Long Island City would relieve operating difficul- 
ties caused by congestion at Long Island City, Bay Ridge, Wee- 
hawken, and 68th Street, Manhattan. 


J. E. Ramsey chief of the Bureau of Accounts and Statis- 
tics of the Port Authority, testified that he had made a special 
study of the New York Connecting Railroad ownerships and 
that the stock was held equally by the New Haven and Penn- 
sylvania. He said that the Long Island road handled some- 
thing less than 500,000 cars yearly, loaded and empty. Today, 
he added, Long Island City is a much more important gateway 
to that section than Bay Ridge and cares for 73 per cent of 
the traffic, with an interchange of 310,000 cars. He said that 
about one-third of the commodities interchanged between the 
Central and the Long Island consisted of building materials 
and one-sixth of coal. The most important traffic handled 
by the N. Y. Connecting Railroad is the Pennsylvania-New 
Haven interchange, amounting to 12 trains each way daily. In 
his opinion the addition of N. Y. Central traffic would not be 
a substantial burden. 


Mr. Ramsey introduced figures to show that the cost of 
operation on float bridges used by the New York Central now 
average $7.65 a car, for marine operations only, while that of 
the New Haven in moving its cars by rail averages only $5.64 
a car. He said the average detention of cars of the Penn- 
sylvania Railroad at Long Island City was four hours, whereas 
the average detention for New York Central cars at Long Island 
City floatbridges was 25.9 hours. In the exhibit presented by 
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the Wrigley Company the average detention of cars was shown 
to be 19.37 hours. 

With demurrage charges of $35 a day for each float at Long 
Island City, according to Mr. La Roe, this delay meant an 
additional charge of approximately $400,000 a year to the New 
York Central. 

The hearing was adjourned until October 13, at 10:39 a. m., 
when officials of the Pennsylvania, New Haven and N. Y. Con- 
necting Railroad will be heard. 


BIG ROAD JULY FIGURES 


Class I steam roads, with annual operating revenues above 
$25,000,000, had an aggregate net railway operating income in 
July of $62,036,910 as compared with $69,444,783 in July, 1923, 
and $399,523,761 in the seven months ended with July as com- 
pared with $445,955,164 in the same period of 1923, according 
to the monthly statement prepared by the Bureau of Statistics 


of the Commission showing operating revenues and expenses 
of the roads. 


Central West. 


Detailed figures from the statement covering operating 
revenues, operating expenses, net railway operating income and 
operating ratio, for July, 1924, and July, 1923, follow: 


Oper- 
Net ating 
railway ratio 
Operating Operating overating (per 
revenues expenses income* cent) 
Tota!l—Roads reported 1924 $404,634,.674 $311,255.625 $62,036,910 76.9 
1923 450,814,708 351,442,079 69,444,783 78.0 
New England Region: 
Boston & Maine...... 1924 6,522,683 5,285,020 733.087 81.0 
1923 7,397,648 6,194,124 616,140 83.7 
N. Y., N. H. & Hart.. 1924 10,877,095 8,507,586 1,437,013 78.2 
1923 = 11,601,347 8,978,574 1,693,147 77.4 
Great Lakes Region: 
Delaware & Hudson... 1924 3,755,439 2,845,790 841,476 75.8 
1923 4,364,064 3,265,139 954,726 74.8 
Del., Lack. & W. Sys. 1924 7,047,545 5,187,980 1,386,372 72.9 
1923 7,630,365 5,489,641 1,778,639 71.9 
Erie (incl. Chi. & Erie) 1924 9,630,505 7,825,568 1,175,926 81.3 
1923 =. 11,057,286 9,112,745 1,497,424 82.4 
Lehigh Valley ....... 1924 6,501,808 4,877,890 1,258,185 75.0 
1923 6,825,097 5,777,937 848.660 84.7 
Michigan Central . 1924 7,097,847 4/927, 370 1,600,615 69.4 
1923 7,704,394 5,083,484 1,915,662 66.0 
N. Y. Central (includ- 
ing Bost. & Albany) 1924 29,523,337 22,023,652 5,143,937 74.6 
1923 35,867,102 26,005,063 7,604,678 72.5 
N. ¥., Chi. & Bt. L.. 1084 4,016,166 3,152,729 499,325 78.5 
1923 4,609,235 3,460,552 803,974 75.1 
Pere Marquette ...... 1924 3,448,727 2,346,760 780,081 68.0 
1923 3,745,938 2,984,243 442,056 79.7 
Pitts. & Lake Erie... 1924 2,272,047 2,021,663 435,902 $9.0 
1923 4, 014,362 2,701,738 1,365,415 67.3 
UII Sian alsiaaialeraeaxerait 1924 5,160,942 8,936,303 750,280 76.3 
1923 5,426,251 4,375,878 633,295 80.6 
Central Eastern en: 
Baltimore & Ohio. 1924 17,503,623 12,966,064 3,480,654 74.1 
1923 21,488,806 16,505,469 3,876,611 76.8 
Central of New Jersey 1924 4,831,983 2,983,244 1,365,794 61.7 
1923 5,173,478 3,997,851 815,181 77.3 
Chicago & East. Ill... 1924 1,957,171 1,693,295 57,762 86.5 
1923 2,194,685 1,955,192 167,845 $89.1 
Cleveland, Cincinnati, 
Chicago & St. Iouis 1924 6,759,531 5,614,917 780,415 81.6 
1923 7,708,227 5,757,836 1,459,363 74.7 
Elgin, Joliet & East.. 1924 1,333,069 1,107,568 57,588 83.1 
1923 2,422,837 1,485,490 607,316 61.3 
mien Teland <..0cces. 1924 3,708,502 2,350,340 628,563 63.4 
1923 3,617,667 2,129,755 755,126 58.9 
Pennsylvania ........ 1924 53,049,271 42,746,633 5,427,428 80.6 
1923 63, 771,357 51,833,86 7,538,566 81.3 
DONE: Se ticnmesewwie 1924 7,047,233 5,380,547 1,494,779 76.3 
1923 8,740,249 6,232,445 2,335,909 71.3 
Pocahontas Region: 
Chesapeake & Ohio.. 1924 952,582 6,826,647 1,866,703 76.3 
1923 : 937, 996 6,678,605 1,976,108 74.7 
Norfolk & Western.. 1924 7,132,821 5,349,590 1,271,047 175.0 
1923 8,532,136 6,310,403 1,872,201 74.0 
Southern Region: 
Atlantic Coast Line.. 1924 5,530,374 5,044,807 125,132 91.2 
‘ 1923 5,122,886 4,808,372 di1,111 93.9 
Central of Georgia... 1924 2,390,203 1,831,729 395,920 76.6 
1923 2,288,760 1,836,780 311,907 80.2 
Illinois Central ...... 1924 11.509,950 9,377,241 1,510,685 81.5 
1923 13,027,997 10,889,191 1,376,912 83.6 
Louisville & Nashville 1924 10,491,718 8,225,357 1,727,399 78.4 
1923 =11,314,850 9,243,002 1,682,611 81.7 
Seaboard Air Line.... 1924 3,734.115 2,995,933 564,187 80.2 
1923 3,685,998 2,832,791 632,597 76.9 
ee 1924 11,233,683 8,443,402 2,105,215 175.2 
1923 8612, 21 4.076 9,285,705 2,033,998 76.0 
Yazoo & Miss. Valley 1924 1,540,741 1,203,441 205,448 78.1 
1923 1,622,988 1,371,802 130,411 84.5 
Northwestern Region: 
Chi. & North Western 1924 = 12,370,882 9,976,979 1,549,838 = 
1923 18,756,617 11,252,118 oe 475 $1.8 
Chi., Mil. & St. Paul.. 1924 12) 288,253 9,666,687 1,534,537 78.7 
1923 13,885,058 11,062,715 1626 996 79.7 
Chicago, St. P., Minne- 
apolis & Omaha.... 1924 2,127,250 1,845,813 104,502 86.8 
1923 2,173,595 1,961,314 45,914 90.2 
Great Northern ...... 1924 9,120,577 6,335,404 1,911,879 69.5 
1923 =. 10,013,916 6,846,563 2,469,897 68.4 
Minneapolis, St. Paul 
& Sault Ste. Marie.. 1924 3,833,750 8,043,747 454,653 79.4 
1923 4,357,176 8,038,118 1,025,279 69.7 
Northern Pacific - 1924 7,299,929 5,854,967 1,068,232 80.2 
1923 8,098,515 6,996,610 609,319 86.4 
Oregon - Washington 
R. R. & Nav. Co... 1924 2,248,891 1,916,324 42,332 85.2 
1923 2,186,737 2,162,755 a304,888 98.9 


rents” 


and for the 
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Region: 


Atch., Topeka & S. Fe 1924 


Chicago & 
Chi., 


Alton:..... 
Burl. & Quincy.. 


Chi., Rock Is. & Pac. 
Denver & Rio Grande 
Western 


Oregon Short Line... 


Sou. Pac. 


(Pac. Sys.) 


Union Pacific 


Southwestern Region: 


Galveston, 


Harrisburg 
& San 


Antonio..... 
Gulf, Colo. & Santa Fe 
Missouri -Kansas-Tex. 
Mo.-Kan.-Tex. of Tex. 
Missouri-Pacific ...... 


St. Louis-San Fran.. 


Texas & Pacific...... 





1923 
1924 
1923 
1924 
1923 
1924 
1923 


1924 
1923 
1924 
1923 
1924 
1923 
1924 
1923 


1924 
1925 

1924 
1923 
1924 
1923 
1924 
192% 

1924 
1923 


. 1924 


1923 
1924 
192% 


Operating 
revenues 


15,940,062 
16,827,842 

2,454,144 

2,645,189 
12,626,305 
13,369,117 
10,741,454 
10,627,018 


2,761,042 
2,833,785 
2,782,525 
2,847,165 
16,088,425 
17,856,151 
8,726,887 
9,345,356 


2,205,445 
1,810,726 
2,323,334 
2,271,513 
2,763,172 
3,011,458 
1,754,273 

1,638,989 
9,943,564 
9,486,461 
7,001,867 
7,201,236 
2,671,922 
2,463,006 
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Operating 
expenses 


11,821,163 
12,814,559 
1,847,147 
2,077,737 
9,451,134 
11,918,640 
8,637,012 
8,426,056 


2,635,453 
2,678,278 
2,185,368 
2,356,184 
11,057,086 
12,123,587 
6,414,776 
6,993,838 


1,531,093 
1,631,347 
1,673,372 
1,713,941 
1,908,476 
2,139,904 
1,324,363 
i, 268,935 


"336,280 
960,966 


&: 


Net 
railway 


operating 


income* 


2,978,817 
2,841,012 
413,203 
346,056 
2,029,860 
522,018 
940,266 
1,166,532 


14,759 
88,307 
221,868 
120,424 
3,485,085 
4,110,343 
1,315,183 
1,394,458 


512,507 
77,535 
459,533 
392,367 
622,221 
780,607 
248,466 
160,999 
1,269,335 
829,078 
1,615,973 
1,453,686 
136,943 
391,002 


Oper- 
ating 
ratio 


(per 
vent) 


1 Hada} -I-1-5 
oo vena 
to mts to tie bo ee 


o> 
or 


Aanwm-aIvo 
HD 
r>uwntawoso 


a 
vais 


~1 
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69.4 
90.1 
72.0 
76.5 
69.1 
714 
75.5 
Lied 
79.6 
84.9 
70.7 
74.8 
87.4 
79.6 


* “Net railway operating income” is derived from ‘Railway oper- 


d Deficit. 


Detailed figures from 
revenues, 


Total—Roads report’d 1924 $2,825,054,931 $2 


operating expenses, 


rents.”’ 


the statement 
rail 


net 


Operating 


revenues 


1923 3,077,116,551 


New England Region: 


Boston & 
a 


Maine...... 


N.. H. & Hart.. 


Great Lakes Region: 


Delaware & Hudson.. 
Del., Lack. & W. 
Erie (incl. Chi. & Erie) 


Lehigh Valley 


Sys. 


Michigan Central 


N. Y. Central (includ- 
ing Bost. & Albany) 


N. ¥.. Chi. & St. L.. 
Pere Marquette ...... 
Pitts. & Lake Erie... 


Wabash 


Central Eastern Region: 


Baltimore & Ohio.... 
Central of New Jersey 
Chicago & East. Ill... 


Cleveland, Cincinnati, 


Chicago & St. Louis 
Elgin, Joliet & East. 
Long Island ..cecsess 
Pennsylvania ....ce. 
PEE Scbvinwen-eenees 


Pocahontas Region: 


Chesapeake & Ohio.. 


Norfolk & Western... 


Southern Region: 


Atlantic Coast Line.. 
Central of Georgia... 


Illinois Central 


Louisville & Nashville 
Seaboard Air Line.... 


1923 
1924 
1925 


1924 
1923 
1924 
1923 
1924 
1923 


1923 


44,942,309 
50,283,378 
73,357,035 
77,584,810 


25,924,869 
27, 325,634 
49,938,219 
50,830,461 
67,954,037 
78,004,165 
43,822,538 
43,105,725 
51,299,331 
56,040,456 


212,657,065 
249,843,679 
30,965,027 
33,629,941 
23,769,976 
26,010,556 
18,731,986 
26,880,301 
37,049,408 
37,219,386 


128,226,890 
151,286,195 
31,632,593 
33,713,034 
14,755,559 
16,440,180 


49,383,306 
55,567,900 
12,904, 197 
16, 800, 355 
19,788,671 
19:248;800 
368,986,630 
419,901,728 
53,409,522 
64,247,293 


60,160,467 
57,202,855 
52,436,229 
53,471,082 


50,313,018 
48,648,673 
ey 531,374 
5,476,271 
86 9n4 142 
98,259,505 
76,520,003 
77,937,745 
31,294,414 
30,601,343 


Operating 


expenses 


Net 


railway 
operating 


income* 


2,224,813,473 $399,523.761 


2,430,306,062 


37,656,295 
45,248,644 
57,305,532 
63,114,643 


21,803,401 
22,925,549 
37. 874,929 
41,291,256 
56,165,274 
64,240,540 
35,322,050 
39,903,208 
36,656,222 
37,494,815 


161,040,867 
186,240,332 
23,875,294 
24,254,888 
18,401,071 
19,755,444 
14,995,825 
17,445,018 
29,537,139 
29,369,824 


101,210,121 
116,018,896 
25,064,489 
27,829,841 
13,208,729 
14,312,326 


38,696,440 
41,181,161 
9,446,352 
10,781,884 
15,544,165 
14,772,749 
297,572,584 
344,769,750 
41,787,539 
42,473,102 


45,602,474 
43,897,956 
40,492,538 
41,482,489 


35,698,152 
35,168,291 
12,229,963 
12,275,600 
68,226,880 
78,083,324 
63,474,461 
62,615,845 
24,270,586 
23,859,199 


445,955,164 


4,030,508 
1220,862 
10,254,084 
5,624,176 


3,602,479 
3,465,301 


1,480,380 
10,849,840 
13,444,390 


35,975,023 
47. 452,912 
4,471,256 
6,563,126 
3,289,188 
3,893,867 
4,892,054 
10,277,636 
3,877,323 
4,778,053 


19,248,131 
26,702,519 
3,406,872 
3,331,749 
291,377 
1,885,144 


6,831,744 
10,865,204 
1,722,662 
4,024,723 
1,962,584 
2,079,634 
42,752,683 
48,973,035 
9,990,344 
20,660,882 


12,870,242 
11,404,153 

8,458,166 
10,764,834 


10,832,909 
10,182,283 

2,473,157 

2,413,833 
13,836,467 
14,081,056 
10,190,748 
12,416,930 


- 5,192,517 


4,134,223 


ating income,” modified by debits and credits arising from ‘‘Equipment 
and “Joint facility 


covering operating 
yay operating incomes 
and operating ratio, for the seven months ended with July, 1924, 

same period of 1923, follow: 
Oper- 
ating 
ratio 


(per 
cent) 

78.8 

79.0 
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September 20, 1924 


Oper- 
Net ating 
railway ratio 
Operating Operating operating (per 
revenues expenses income* cent) 
SoutherN o-ccccccecess 1924 80,853,264 60,633,599 14,858,372 75.0 
1923 86,663,046 65,293,067 15,466,476 75.3 
Yazoo & Miss. Valley 1924 11,696,637 8,940,792 1,848,546 76.5 
1923 11,539,761 10,295,661 378,889 89.2 
Northwestern Region: 
Chi. & North Western 1924 83,688,766 170,175,793 7,215,144 83.9 
1923 91,697,260 78,251,863 6,563,412 %5.3 
Chi., Mil. & St. Paul.. 1924 87,153,228 73,515,383 5,849,756 84.4 
1923 97,562,210 80,460,625 8,296,011 2.5 
Chicago, St. P., Minne- 
apolis & Omaha.... 1924 15,372,192 12,935,140 1,222,178 84.1 
1923 15,954,625 13,822,623 1,212,718 86.6 
Great Northern ...... 1924 654,798,236 42,403,367 7,721,980 77.4 
1923 62,557,621 52,110,499 6,761,167 83.3 
Minneapolis, St. Paul 
& Sault Ste. Marie.. 1924 24,738,331 21,024,100 1,701,605 85.0 
1923 28,009,667 22,164,417 8,974,934 79.1 
Northern Pacific 1924 49,907,377 41,526,463 6,256,747 83.2 
1923 54,745,642 48,486,575 4,530,962 88.6 
Oregon - Washington 
R. R. & Nav. Co... 1924 16,286,420 13,119,446 1,337,527 80.6 
1923 654,745,642 48,486,575 4,530,962 88.6 
Central West. Region: 
Atch., Topeka & S. Fe 1924 103,333,214 82,162,569 14,771,035 79.5 
1923 113,378,812 83,375,326 22,863,255 73.5 
Chicago & Alton..... 1924 17,253,651 13,638,229 2,279,523 79.0 
1923 19,012,703 14,869,818 2,735,580 178.2 
Chi., Burl. & Quincy... 1924 88,569,284 67,790,083 12,914,478 76.5 
1923 98,148,888 79,328,085 11,553,862 80.8 
Chi., Rock Is. & Pac. 1924 67,749,187 56,143,704 4,957,557 §2.9 
1923 70,226,495 59,427,182 4,872,504 84.6 
Denver & Rio Grande 
WOOUUEEE  becesie cena 1924 17,211,642 14,873,123 1,605,932 86.4 
1923 =618,133,010 16,452,579 1,085,592 90.7 
Oregon Short Line... 1924 19,346,670 14,872,335 2,143,046 76.9 
1923 20,264,252 15,786,428 2,387,820 77.9 
Sou. Pac. (Pac. Sys.) 1924 107,291,919 77,749,729 19,524,967 72.5 
1923 111,659,847 78,788,983 22,588,081 70.6 
Union Pacific ........ 1924 57,344,874 41,131,481 10,822,784 71.7 
1923 60,303,793 43,598,342 12,433,933 72.3 
Southwestern Region: 
Galveston, Harrisburg 
& San Antonio..... 1924 14,582,091 11,747,063 1,940,307 80.6 
1923 12,750,641 11,329,521 745,953 88.9 
Gulf, Colo. & Santa Fe 1924 14,117,941 12,573,686 369,332 89.1 
1923 13,161,968 11,618,365 572,793 88.3 
Missouri-Kansas Tex. 1924 18,324,240 12,693,251 4,684,100 69.3 
1923 19,766,991 14,951,961 4,615,334 75.6 
Mo.-Kan.-Tex. of Tex. 1924 11,015,516 8,646,141 910,454 78.5 
1923 §=10,927,966 9,302,770 d72,811 85.1 
Missouri-Pacific ...... 1924 66,826,020 54,594,486 7,560,576 81.7 
1923 63,184,734 64,669,616 4,087,621 86.5 
St. Louis-San Fran... 1924 46,821,959 34,044,577 10,430,954 72.7 
1923 48,921,963 35,608,779 10,642,253 72.8 
Texas & Pacific...... 1924 18,068,457 14,713,561 1,898,478 81.5 
1923 17,426,013 14,849,288 1,219,480 85.2 


*“Net railway operating income”’ is derived from “Railway oper- 
ating income,” modified by debits and credits arising from “Equipment 
rents’”’ and ‘Joint facility rents.”’ 

d Deficit. 


REVENUE FREIGHT LOADING 


Revenue freight loading dropped the week ended September 
6 on account of observance of Labor Day, but indicated that 
if there had been a full week’s toading the total number of cars 
probably would have exceeded the loading of the week ended 
August 30, when the total was 1,020,339 cars. The total num- 
ber of cars loaded the week ended September 6 was 920,979, 
according to the weekly report of the car service division of 
the American Railway Association. In the corresponding peri- 


ods of 1923 and 1922 the loading totaled 928,916 and 823,247 
cars, respectively. 


Loading by districts the week ended September 6 and for 
the corresponding period of 1923 follows: 


Eastern district: Grain and grain products, 9,896 and 7,317; live 
stock, 2,839 and 3,094; coal, 35,876 and 30,128; coke, 1,802 and 3,787; 
forest products, 4,780 and 56,102; ore, 4,656 and 17,375; merchandise, 
L. C. L., 58,425 and 57,452; miscellaneous, 84,576 and 84,307; total, 1924, 
202,850; 1928, 198,562; 1922, 192,539. 

Allegheny district: Grain and grain products, 3,170 and 2,816; 
live stock, 2,642 and 2,774; coal, 37,799 and 42,555; coke, 3,336 and 
6,524; forest products, 2,939 and 3,254; ore, 8,186 and 12,238; merchan- 
dise, L. C. L., 45,896 and 46,018; miscellaneous, 76,404 and 80,898; 
total, 1924, 180,372; 1923, 197,077; 1922, 183,965. 

Pocahontas district: Grain and grain products, 193 and 294; live 
stock, 252 and 298; coal, 30,239 and 26,472; coke, 195 and 549; forest 
products, 1,487 and 1,942; ore, 80 and 220; merchandise, L. C. L., 
6,254 and 6,166; miscellaneous, 4,645 and 4,511; total, 1924, 43,345; 
1923, 40,452; 1922, 25,122. 

Southern district: Grain and grain products, 3,685 and 3,549; 
live stock, 2,318 and 2,079; coal, 20,423 and 23,775; coke, 770 and 1,046; 
forest products, 21,091 and 22,579; ore, 1,260 and 1,732; merchandise, 
L. C. 36,016 and 35,843; miscellaneous, 46,153 and 35,199; total, 
1924, 131,716; 1923, 125,802; 1922, 107,818. 

Northwestern district: Grain and grain Be page 25,045 and 
16.182; live stock, 8,260 and 9,432; coal, 5,827 and 7,960; coke, 601 and 
1,216; forest products, 14,380 and 15,763; ore, 28,651 and 46,973; mer- 
chandise, L. C. L., 26,550 and 27,379; miscellaneous, 33,886 and 34,820; 
total, 1924, 143,200; 1923, 159,725; 1922, 133,708. 

Central Western district: Grain and grain products, 17,882 and 
12,319; live stock, 13,458 and 13,592; coal, 14,286 and 16,680; coke, 
323 and 281; forest products, 10,008 and 10,216; ore, 2,666 and 2,780; 
merchandise, L. C. L., 31,304 and 31,180; miscellaneous, 61,446 and 
57,396; total, 1924, 151,373; 1928, 144,644; 1922, 130,987. 

Southwestern district: Grain and grain products, 5,439 and 4,287; 
live stock, 3,004 and 3,867; coal, 5,023 and 5,252; coke, 241 and 137; 
forest products, 7,885 and 7,410; ore, 450 and 381; merchandise, L. C. 
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L., 13,399 and 13,635; miscellaneous, 32,682 and 27,685; total, 1924, 
68,123; 1923, 62,654; 1922, 49,108. 

Total, all roads: Grain and grain products, 65,310 and 46,764; 
live stock, 32,773 and 35,136; coal, 149,473 and 153,022; ccke, 7,268 and 
13,540; forest products, 62,570 and 66,266; ore, 45,949 and 71,669; mer- 
chandise, L. C. L., 217,844 and 217,673; miscellaneous, 339,792 and 
324,816; total, 1924, 920,979; 1923, 928,916; 1922, 823,247. 

Cumulative loading this year to the end of the week ended Sep- 
tember 6 amounted to 32,477,590 and in the corresponding periods of 
1923 and 1922, 34,084,372 and 28,430,948 cars, respectively. 


JULY FREIGHT TRAFFIC 


Freight traffic in July this year was nearly 14 per cent be- 
low that for the corresponding period in 1923, when it was the 


heaviest on record, according to the Bureau of Railway Eco- 
nomics. 


Measured in net ton miles, freight traffic in July amounted 
to $33,157,384,000 net ton miles, 5,358,774,000 net ton miles 
below July, 1923. In the Eastern district freight traffic in 
July showed a decrease of 19.9 per cent under the same month 
last year while in the Southern district the decrease amounted 
to 9.4 per cent. In the Western district there was a decrease 
of 6.1 per cent under the same month one year ago. 

For the first seven months in 1924, freight traffic for the 
Class I railroads amounted to 237,791,281,000 net ton miles, a 
decrease of 9.9 per cent under the corresponding period in 
1923. In the Eastern district there was a decrease of 13.3 
per cent compared with the first seven months in 1923 while 
in the Southern district the decrease amounted to 7.8 per cent. 
Reports showed a decrease of 5.5 per cent compared with one 
year ago in the Western district. 

Complete reports showed a daily average movement per 
freight car in July of 25.6 miles, an increase of two-fifths of 
a mile above the average for June this year but a decrease of 
2.2 miles below the average for July, 1923. Compared with 
July, 1922, however, the average for July this year was an 
increase of 4.7 miles. 

In computing the average movement per day, account is 
taken of all freight cars in service, including cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 


or awaiting repairs and also cars on side tracks for which no 
load is immediately available. 


The average load per freight car in July was 26.7 tons, the 
same as that of June this year but a decrease of 1.8 tons un- 
der July last year. Compared with the average for July, 1922, 
the average for July this year was an increase of 1.6 tons. 


RAILWAY EXECUTIVES MEET 


The Trafic World New York Bureau 


Following the meeting September 18, at the Yale Club, of 
the executive committee of the Association of Railway Execu- 
tives, the following statement was authorized: 


The record made by the railroads of service to the public during 
the last year and a half was reviewed, and, on reports from all 
sections, was found to show an unexampled performance. The estab- 
lishment by shippers, at the request of the car service division of 
the American Railway Association, of regional advisory boards, made 
up of representatives of the shipping public for conference and sug- 
gestions to railroads in respect to the need of the public for service 
and for discussion of the problems, both of the shipping public and 
of railroad management, has proved itself to be of the greatest 
advantage in bringing about a satisfactory solution of service prob- 
lems, and was highly approved by the association. Attention was 
called to the fact that the excellence and entirely satisfactory char- 
acter of the transportation service rendered the public is now being 
generally recognized, not only by the shippers themselves, but by 
those in public authority clothed with the eng 4 of supervision. 

The matter of making additional progress in stabilizing employ- 
ment so as to avoid, as far as practicable, the reduction of forces 
and of purchases in dull times, and of distributing the expenditures 
more equally between times of depression and times of prosperity, 
thus substantially aiding the stabilization of general business con- 
ditions, was discussed and the following resolution adopted: 

“Mindful of the continuing duty, under the law, of railroad 
managers to maintain economical and efficient management and op- 
eration, and recognizing that one of the most important factors in 
securing this result is the maintenance of skilled and permanent 
working forces who enjoy, so far as possible, stable employment under 
proper working conditions, and commending the progress already 
made in this direction, the Association of Railway Executives, acting 
through its executive committee, hereby resolves: 

“That notwithstanding the necessity which, unfortunately, from 
time to time is forced upon the railroads to curtail purchases and 
reduce forces because of serious falling off in the volume of traffic 
or because of inadequate rates, resulting in meager and inadequate 
operating revenues, the railroads, in the continu effort to promote 
economy and efficiency of operation and the best interests of their 
employes, and to contribute as largely as possible to the stabilization 
of general business conditions, hereby declare their purpose to enter 
upon an immediate inquiry into the practicability and the means of 
further stabilizing work and employment, and to seek a conference 
with the Interstate Commerce Commission upon the subject in order 
to obtain its views as to the important accounting and financial prob- 
lems involved and to enlist its sympathy and assistance in working 
out a practical and helpful result. 

“That the chairman is directed to appoint a committee to make 
a thorough study of the subject, develop its various phases, confer 
with the Interstate Commerce Commission in respect to it, inviting 
its suggestions and assistance, and make report to the executive 
committees soon as practicable.” 

The following committee was appointed to 7 out this resolu- 
tion: Samuel Rea, president, Pennsylvania Railroad; Daniel Willard 
president, Baltimore & Ohio Railroad; P. BE. Crowley, president of 
the New York Central Lines; C. R. Gray, president of the Union 
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Pacific Railroad; E. J. Pierson, president, N. Y., N. H. and H. Rail- 
road; J. Kruttschnitt, chairman of the board, Southern Pacific Rail- 
road; W. R. Cole, president, Nashville, Chattanooga & St. Louis 
Railroad; H. E. Byram, president, Chicago, Milwaukee & St. Paul 
Railroad; L. W. Baldwin, president, Missouri Pacific Railroad; L. F. 
Loree, president, Delaware & Hudson Railroad. 

The meeting emphasized the necessity of continued efforts to 
create a more complete understanding on the part of the public of 
railroad problems and of the necessity, in order that service may be 
adequate, that there should be adequate revenues from operation. It 
was determined to continue the effort to secure the recognition of the 
principle that stability in regulation is essential to the railroad 
industry and is in the best interests of industry generally, and that 
there could not, in the public interest, be any step backward in the 
matter of reasonably fostering and preserving the transportation 
facilities of the country. 

As a means of securing stability in regulation and of having 
this essential industry regulated on business instead of political 
principles, a resolution was adopted calling attention to the necessity 
that rates should be regulated by an administrative body, after 
hearing and a consideration of all the economic factors involved, 
and not by direct legislation. 


FRUIT AND VEGETABLE SHIPMENTS 


“Carlot movement of fruits and vegetables is approaching 
the annual peak,” says the Bureau of Agricultural Economics 
of the Department of Agriculture in its statement for the week 
ended September 13. “Shipments of 21 products made a net 
gain of 1,500 cars, the total being 22,250 for the second week of 
September. Sharp decreases in movement of peaches and 
watermelons were more than offset by the heavier output of 
potatoes, apples, grapes, cabbage, pears, sweet potatoes,, to- 
matoes and onions.” 


The totals from the weekly summary of carlot shipments 
follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


: Total Total 
Shipping Districts Sept. Aug. 31- Sept. this last Total 


and Approximate 7-13 Sept.6, 9-15, season to seasonto last 


Shipping Seasons 1924’ 1924 1923 Sept.13 Sept.15 season 
Apples o_o States) 
t 


ML eidicoocic- gets 767 567 810 3,229 4,307 *63,034 
Apples (Eastern States)— 

Sea 1,275 737 2,255 5,525 8,403 *75,050 
Celery— 

PED cvcveseesne 140 *137 131 *8,095 7,301 16,863 
Cabbage— 

NOIR aah bai ects dicen 786 *445 712 *20,192 16,595 *37,244 
Cantaloupes— 

eee 804 *918 708 27,277 24,078 *25,923 
Honeydews— 

eee 200 158 ate ee a ee 
Cauliflower— 

WEE -civvntececes 24 18 16 42 60 4,229 
Cucumbers— 

EE wetowodeees 106 161 78 *6,878 5,488 5,692 
Lemons— 

MED cdcaaitieleonna 191 130 138 12,651 8,164 8,194 
‘Grapes— 

Do Se ee 5,334 *%4,754 5,028 17,580 16,398 65,336 
Lettuce— 

| ee 454 *547 469 *26,680 24,672 *27,797 
Mixed Deciduous Fruits— 

| anne 197 210 297 4,859 8,011 *9,075 
Mixed-Vegetables— 

I dem eswaaeee 613 *550 490 21,524 18,215 *23,913 
Onions— 

| aa 671 *572 979 *10,755 9,745 *29,520 
Oranges— 

TREE. deccveennee 578 515 646 *73,793 67,910 68,406 
Peaches— 
= EEL. kccvoccewas 1,416 *%3,478 2,924 *33,701 29,675 *33,525 

ears— 

ere 1,157 *856 1,264 *9,215 12,150 *18,472 
Plums and Prunes— 

Peers 307 266 844 *2,908 5,208 6,788 

Sweet Potatoes— 

. . aa 685 *426 724 *2,345 3,259 *13,952 
Tomatoes— 

. Aacwuqeeree 898 *688 1,322 19,881 18,999 *24,112 
Watermelons— 

_ er 540 *1,167 619 *43,162 32,577 *33,029 
Summary Potatoes— 

AERTS! 5,107 3,461 6,198 74,447 64,817 *241,452 
Leading Sections, 3,363 1,698 5,646 10,993 20,206 192,944 
Other Sections, 

Late Crom.....0+ 1,555 1,584 537 13,902 11,323 15,117 
Eo ea 189 179 15 49,552 33,288 33,391 
-. hee 5,107 


\ 3,461 6,198 74,447 64,817 *241,452 


LUMBER SHIPMENTS 


As measured by reports from 364 of the chief commercial 
softwood lumber mills of the country, the national lumber move- 
ment increased decidedly the week ending September 13, as 


compared with the week ending September 6, which was, how- ~ 


ever, a short working week on account of Labor Day. On the 
other hand, although new business gained about 24,000,000 feet, 
or 10 per cent over that of the preceding week, it was 40,000,000 
feet less than the volume of new business in the corresponding 
week of 1923. Shipments were a little less than in 1923, and 
production decreased about 10 per cent. 

The unfilled orders of 120 West Coast mills were 358,155,092 
feet as against 345,038,789 feet for 119 mills a week earlier. The 
report of the Southern Pine Association was not received in 
time for publication. \ 


For the 364 comparably reporting mills, last week’s ship- 
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ments were 98 per cent and orders 99 per cent of actual pro- 
duction. For the Southern Pine mills by themselves, these per- 
centages were 103 and 103, respectively; and for the West Coast 
group, 100 and 108. 

Of the foregoing mills, 338 have a determined normal pro- 
duction for the week of 217,850,009 feet, according to which 
actual production was 97 per cent, shipments 95 per cent, and 
orders 97 per cent of normal production. 

The following table compares the national lumber move- 
ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 


Preceding 
Corresponding week,1924 

Past week. week, 1923. (revised). 

Nias haceaeale Wiccan acl pier earthen oie 364 388 366 
PIN oi vie oinie cteerwescwewan 227,223,229 252,923,366 217,889,755 
II, wicis dtiargnies wamrncwdeiens 223,354,158 230,440,359 208,279,026 
Orders (new business) ........ 225,565,709 265,840,895 201,858,957 


The following figures compare the reported lumber move- 


ment for the first thirty-seven weeks of 1924 with the same 
period of 1923: 


Production Shipments Orders 
EE eis nuns te aamwseuern 8,595,574,860 8,536,588,307 8,282,126,837 
MEE Lncdcdcncecsenceunsdeces 9,025,995,157 9,078,708,849 8,554,693,980 
1924, decrease ........ 430,420,297 542,120,542 272,567,143 


No report was received this week from the mills of the 
California White & Sugar Pine Association. 


NORTHWEST GRAIN PRECAUTIONS 


The Trafic World Washington Bureau 


Noting the fact that the government’s estimate of the 
amount of the spring wheat crop, on September 1, based on con- 
ditions at the time the estimate was made, was much greater 
than the estimate made on July 1, L. M. Betts, manager of the 
closed car section of the car service division of the American 
Railway Association, has sent a precautionary letter to all rail- 
roads advising them, in broad terms, to do their share toward 
assuring a supply of grain cars for the railroads in the north- 
west. His letter made reference to an attached table showing 
the production in 1923, and the estimate of production this year. 

That table points out that, according to the estimate of 
production made on September 1, there will be a record pro- 
duction of spring wheat in Montana, Minnesota and South 
Dakota, and a record production of flaxseed in Minnesota, the 
Dakotas and Montana, establishing a new record, on that seed, 


for the country. Mr. Betts’ letter emphasized the high points in 
the table. It is as follows: 


The government crop report of September 1 very strongly empha- 
sizes the large problem still ahead of the railroads, particularly those 
in the northwest, to meet successfully the demands incident to the 
movement to market of the 1924 crop. 

The remarkable improvement in the condition of spring wheat 
is graphically shown by the attached statement. "While Idaho and 
Washington will produce considerably less than last year, the other 
states, particularly North Dakota, have an unusual crop. Against a 
preliminary estimate July 1 of 159,898,000 bushels and a crop last year 
of 143,863,000 bushels, the September 1 figures for these four states 
total 206,332,000 bushels. This includes no account of winter wheat 
production totaling approximately 12,404,000 bushels. On top of this 
heavy wheat production will come an exceptional crop of oats, totaling 
for Wisconsin, Minnesota, North and South Dakota and Montana 
479,101,000 bushels, including for two of these states a crop in excess 
of any record in the past ten years. In addition, there is a heavy 
crop of other grains, as fully detailed on attached statement. 

It is not too much to say that the maintenance of a favorable car 
supply on roads serving this territory is of paramount importance, 
not alone to the railroads directly concerned, but to every railroad 
in the country. The winter wheat movement in the central west is 
being handled successfully and it is essential that the northwest 
obtain like good service. 

These conditions necessitate a continued and effective drive to 
expedite the return of western cars to owners. By reason of the grain 
and grain products loading to date, western cars on home. lines have 
decreased and the number in the possession of their neighboring 
roads, as well as of eastern and southern lines, in most cases begins 
to show an increase. It is important to avoid any delay to these cars. 
Particular attention must be paid to the ownerships of roads serving 
the northwest and every practical effort made to get these and other 
western cars back to home territory with dispatch. 

Specific action necessary to accomplish this result will depend on 
the local situation on each road and upon definite su-gestions that 
may be made by the Car Service Division. Your interest in this mat- 
ter is essential, even thourh remote from, the territory affected. 
Roads at and near the scene of activity havea more definite responsi- 
bility; but all lines are intimately concerned and must co-operate to 
insure a successful outcome. 


a = "4 
Nl 


RECORD GRAIN LOADING 


A new high record in the number of cars loaded with grain 
and grain products was established the week ended August 
30, when 68,837 cars were loaded. This was not only an in- 
crease of 7,224 cars over the preceding week, but an increase 
of 4,122 cars over the previous record, which was established 
the week ended July 19, 1921, when 64,715 cars were loaded. 

The bulk of this grain movement was in the western dis- 
tricts, where 49,128 cars were loaded the week of August 30 
this year, compared with 37,136 cars the corresponding week 
last year, or an increase of 11,992 cars. : 
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CAR SERVICE REPORTS 


The Trafic World New York Bureau 


Present demands for transportation are being fully met 
without difficulty by the rail carriers, according to the report 
of the car service division submitted to the directors of the 
American Railway Association at a meeting in New York, Sep- 
tember 19. 

“The roads in the three western districts,” said the report, 
“at the present time have 102.4 per cent of their ownership 
of box cars on line; also they have 61.5 per cent of their system 
cars at home. 

“This is the best location of box car equipment, with re- 
spect to both home cars on owning lines and total cars in west- 
ern districts, that has ever existed, so far as the records of 
the car service division discloses. This. western movement of 
empty box cars from the East, through Chicago and St. Louis 
alone, has averaged, since May 4, 813 empty box cars per day 
of western ownership. With the continuation of this even flow 
of box cars to the western railroads, supplementng the already 
favorable box car condition in the West, it is our belief that 
the movement of agricultural crops in that territory will be 
taken care of without difficulty this year. 

“All demands for refrigerator cars for the movement of 
perishabale traffic has also been met without any shortage of 
cars up to this time. It is anticipated that the peak movement 
from California will occur about the last week of September 
and the first week of October. According to the latest figures 
available, which are those for September 1, the Santa Fe and 
the Southern Pacific had on their lines 32,778 refrigerator cars, 
which is an increase of 7,021 over the number they had on 
hand last year. On the Santa Fe and the Southern Pacific 
lines during August, 20,311 cars of perishable traffic were loaded, 
and during this period the cars available in California for 
immediate loading increased 5,348 cars, indicating very clearly 
that there is a prompt return movement of the equipment; 
and, in addition, they have been assisted with railroad-owned 
cars and refrigerator cars of other private line car companies. 
All railroads have been asked to specialize on the return move- 
ment of this refrigerator equipment owned by the California 
lines with the hope that the peak movement of the perishable 
traffic will be taken care of without. any serious shortage of 
equipment. 

Taking up the condition of equipment, the report showed 
that on September 1 freight cars in need of repairs totaled 
210,109, or 9.2 per cent of the number on line, compared with 
175,327, or 7.7 per cent on the same date last year. 

As to locomotives, 15 per cent of the number on line were 
in need of heavy repairs September 1, compared with 14.7 
per cent last year, and 1.9 per cent awaited light repairs, com- 
pared with 1.8 per cent last year. 

In respect to locomotives, the railroads were in the best 
condition September 1 to met the seasonal fall increase in 
traffic that they have been since early this year, there having 
been, on that date, 53,618 serviceable locomotives on hand, an 
increase of 726 over the number reported August 15 and the 
largest number reported at any one time since January 1 this 
year, when there were 54,031. The railroads also had 6,762 
surplus locomotives in good repair September 1, compared with 
2,714 September 1, 1923. 

Surplus freight cars in serviceable condition September 1 
totaled 231,677, compared with 66,559 on the same date last year. 

While the usual fall seasonal increase in loading of revenue 
freight is now in process, reports to the car service division 
from the railroads show that, from the first of the year to 
September 6, inclusive, there has been a decrease of 1,606,782, 
or 4.7 per cent, in the number of cars loaded with revenue 
freight, compared with the corresponding period last year. 
Loading of grain and grain products, however shows an in- 
crease of 127,497 cars, or 8.5 per cent, over the corresponding 
period last year, while merchandise and less-than-carload freight 
shows an increase of 269,179 cars, or 3.3 per cent. 

The main reason, however, for a falling off in loading com- 
pared with 1923 is due to declines in the loading of coal, coke 
and ore. Coal alone shows a decrease of 1,071,751 cars, or 16.1 
per cent, under the same period last year, while there is a 
decrease of more than 32 per cent in the number of cars loaded 
with coke and a decrease of nearly 27 per cent in ore loading. 
_ While loading of miscellaneous freight has been increasing 
in the last month, the cumulative figures for the period from 
January 1 to September 6, inclusive, show a decrease of more 
than 2 per cent under the same period last year. Live stock 
and forest products show a slight decrease under 1923. 


RAILWAY STATISTICS FOR 1923 


Class I railroads, exclusive of switching and terminal com- 
panies, and also lessor companies, had 807,524 stockholders in 
1923, as compared with 777,132 in 1922, or an increase of 30,392, 
according to the preliminary abstract of statistics of common 
carriers for the year ended December 31, 1923, just issued by the 
Bureau of Statistics of the Commission. 
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In the Eastern district, the number of stockholders was 


348,597 as compared with 348,575 in 1922; in the Southern dis- 


trict, 81,296 as compared with 74,699 in 1922; and in the Western 
district, 377,631 as compared with 353,858 in 1922. 

The statistics compiled from annual reports of the car- 
riers designated, showed that, in 1923, par value of stocks ac- 
tually issued totaled $280,525,341 and that funded debt actually 
issued in 1923 totaled $811,349,833. 

Investment in road and equipment in 1923 totaled $970,- 
301,138, divided as follows: Expenditures for new lines and 
extensions, $7,641,026; expenditures for additions and better- 
ments, $962,660,112. Credits for property retired totaled $242,- 
094,543 and adjustments of $2,110,060 brought the net charges in 
the year to $730,316,655, the figure for adjustment being added 
to the total expenditures. 4 

Total investments were given as $22,352,530,077, made up 
as follows: Investment in road and equipment, $16,600,237,071; 
improvements on leased railway property, $382,415,505; sinking 
funds, $11,972,089; deposits in lieu of mortgaged property sold, 
$26,885,450; miscellaneous physical property, $138,191,141; in- 
vestments in affiliated companies, $4,517,189; other investments, 
$818,311,682. 

Capital stock totaled $7,356)546,664; stock liability for 
conversion, $28,211,672; premium on capital stock, $42,148,552; 
total stock, $7,426,906,888. 

Grants in aid of construction totaled $4,214,745. 
long-term debt was given as $10,640,337,640. 
surplus was given as $3,289,261,345. 


PRODUCTION OF CARS 


The Department of Commerce announces that, according 
to the data collected at the biennial census of manufactures, 
1923, there was a large increase in the manufacture of railroad 
cars, both steam and electric, in 1923 as compared with 1921, 
the last preceding census year. 

The establishment engaged primarily in the manufacture 
of railroad cars (steam and electric) in 1923 produced 1,837 
steam-railroad passenger cars, valued at $40,252,394; 164,969 
steam-railroad freight and other nonpassenger cars, valued at 
$329,672,548, 2,767 electric-railroad passenger cars, valued at 
$25,695,757; and 115 freight and other nonpassenger electric 
railroad cars, valued at $488,956; together with other products 
to the value of $207,485,686; making a total of $603,595,341, 
an increase of 77.2 per cent as compared with $340,536,225 in 
1921. 

The combined number of cars manufactured by both 
classes of establishments advanced from 54,033 in 1921 to 169,688 
in 1923, the rate of increase being 214 per cent; and their com- 
bined value increased from $186,903,128 to $396,109,655; at the 
rate of 111.9 per cent. In addition, cars, parts, and repairs are 
made to some extent by steam and electric-railroad repair 
shops and by a few establishments engaged primarily in other 
industries. The number and value of cars and the value of parts 
and repairs made in such establishments in 1921 was reported 
as follows: 5,230 steam-railroad cars valued at $13,722,001, 179 
electric -railroad cars valued at $1,313,827, and parts and repairs 
valued at $330,576. The corresponding figures for 1923 have not 
yet been ascertained, but will be shown in the final reports of 
the present census. 


Total 
Total corporate 


UNIFORM WAREHOUSING FORMS ~~ 


Banking organizations, trade associations, manufacturing 
and distributing group as well as railroad and transportation 
bodies are being invited by the Division of Simplified Practice, 
Department of Commerce to a conference on September 24, 
in the Department of Commerce, with the public warehouse 
industry to consider the simplification of the present endless 
variety of forms used in warehousing and to act on uniform 
documents for the warehouse industry which have been pre- 
pared after nearly two years study by a special committee of 
the American Warehousemen’s Association headed by A. H. 
Greeley of Cleveland, Ohio, the Department of Commerce says 
in a statement, continuing as follows: 


Invitations sent out by Ray M. Hudson, chief of the. Divi- 
sion of Simplified Practice, include trade associations and other 
groups in more than 100 cities in 36 states, as well as Canadian 
organizations which are affected by any action taken by United 
States warehousing industries. 

Present diversity in such forms is a direct cause of confu- 
sion, lost time and errors, it is claimed, and the conference will 
be the culmination of a movement to obviate these losses. The 
conference has the backing of the Department of Commerce, 
members of the American Bankers’ Association, the Chamber of 
Commerce of the United States, the National Distributors’ As- 
sociation, National Furniture Warehousemen’s’ Association, 
freight claim organizations of transportation interests and busi- 
ness groups generally. The meeting will seek to have made uni- 
form certain documents, notably negotiable and non-negotiable 
warehouse receipts generally used in business dealings between 
warehousemen and distributors who use public merchandise 
warehouses. 

It is pointed out that warehousing is rapidly being recog- 
nized as an important link in the chain of distribution and that 
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a considerable improvement can be made in the service rendered 
by this industry by greater uniformity. 

“Imagine the difficulties bankers had before the American 
Bankers’ Association simplified the dimensions of checks,” Mr, 
Hudson said. “Picture the depreciation in the quality of service 
rendered by our banks if our currency were as varied in shape, 
size, color and denominations as is European money. Yet the 
average warehouseman today is far worse off than the receiving 
teller in any Continental exchange bank with the tremendous 
diversity of forms heaped upon him by the shippers employing 
his service. . 

“Years ago the railroads began to develop standard interline 
forms to eliminate waste in their routine. For more than 
thirty years the Railway Accounting Officers’ Association has 
advocated the adoption of through way-billing for all interline 
shipments. It is said that this would materially reduce delays 
to traffic at junction points, and save at least $20,000,000 an- 
nually to the carriers for clerk hire and in undercharges due 
to errors in waybilling. The adoption of standard warehouse 
forms, acceptable alike to shippers, bankers and warehousemen 
ought to save those interests fully as much as this, if not more, 
annually. Clerks trained to handle uniform forms are far less 
likely to make errors than if they are required to know the 
intricacies of a hundred varieties. Errors cost time and money 
to correct.” 

The committee of the American Warehousemen’s Association 
which has been at work on this program for two years includes: 
Gardner Pool of Boston, Mass., president of the Association; 
J. Earle Bacon of the Merchants Cold Storage & Warehouse 
Co. of Providence, R. I.; P. L. Gerhardt of the Bush Terminal 
Co.; H. C. Louis of the Merchants Refrigerator Co., Walter C. 
Reid of the Lincoln Safe Deposit Co.; D. L. Tilley of the New 
York Dock Co.; and W. C. Bright, all of New York City; J. W. 
Glenn of O. J. Glenn & Son, of Buffalo, N. Y.; S. M. Green, Jr., 
of the Southern Bonded Warehouse Cofp. of Petersburg, Va.; 
T. A. Jackson of the Jackson Storage and Van Co., and R. C. 
Stokell, of the American Warehousemen’s Association, Cold Stor- 
age Division, both of Chicago. C. J. Neal of the Neal Fire- 
proof Storage Co., and L. T. Crutcher of the General Storage 
Co., both of Cleveland, Ohio; W. W. Morse of the Security 
Warehouse Co., and H. L. Halverson of the Boyd Transfer 
& Storage Co., both of Minneapolis, Minn.; R. T. Blauvelt 
of the Lincoln Storage Warehouse Co. of East Orange, N. J.; 
Cc. C. Daniel of the Central Storage Co. of Kansas City Mo., 
and W. W. Tumbrink of the Booth Cold Storage Co. of St. 
Louis, Mo. In their studies the committee has been aided 
by Alvin E. Dodd and G. H. Paine of the Chamber of Com- 
merce of the United States. Kent B. Stiles of New York City 
and R. M. Hudson of the Division of Simplified Practice, Depart- 
ment of Commerce. 

The studies preliminary to the compilation of the tentative 
standards involved the examination of hundred of forms used 
as present in warehouses throughout the United States and 
Canada. The forms include: rate quotations, storage agreement 
—terms and conditions; mutual benefit suggestions, in the form 
of stickers; over, short and damage reports; non-negotiable 
warehouse receipt (for use in announcing arrival of merchan- 
dise-free storage): non-negotiable warehouse receipt (for use in 
announcing arrival of merchandise in bond); negotiable ware- 


house receipt; notice of orders filled; invoices; account of stock; 
and household forms. 


NEED OF IMPROVED CONTAINERS 


“While the campaign conducted by the Bureau of Foreign 
and Domestic Commerce for better packing of export ship- 
ments undoubtedly has been reflected in improved domestic 
packing, there is still much to be done to raise the standard of 
domestic shipping containers to the point where loss and dam- 
age will be reduced to a minimum,” says J. F. Keeley, acting 
chief of the transportation division of the Department of Com- 
merce. The thousands of informational circulars distributed 
by the Bureau of Foreign and Domestic Commerce on container 
construction, proper nailing, the advantages in the use of metal 
box-strapping, and on packing methods generally have done 
much to acquaint exporters and shippers with modern develop- 
ments and improvements in the preparation of goods for ship- 
ment. Nevertheless, in the western trunk-line territory, the 
official report of the Western Weighing and Inspection Bureau 
shows that during June of this year no less than 41,732 pack- 
ages offered for shipment had to be repaired by the rail car- 
riers before they could be accepted for transportation. A total 
of 9,008 packages were refused by the railroads and had to be 
returned to the shippers in order that adequate shipping con- 
tainers might be furnished. It was necessary to call personally 
on nearly 4,700 shippers in the territory in connection with 
packing or marking. These figures are concrete evidence of 
the need for work of an educational nature among shippers 
regarding the improvement of their shipping containers, if we 
are to eliminate loss and damage, delays, and other factors 
that make for waste, inefficiency, and dissatisfied customers. 

The Bureau of Foreign and Domestic Commerce has under- 
taken a study of domestic packing methods and hopes to place 
in the hands of every shipper in the country the information 


needed to insure proper and adequate containers for domestic 
shipment.” 


“HELPING THE PILFERER” 


The Trafic World Washington Bureau 


C. S. Bather, secretary and traffic manager of the Rockford 
(Ill.) Manufacturers’ and Shippers’ Association, points out that 
‘section 8-B of rule 41 of Consolidated Classification No. 3 pre- 
vents shippers of fiberboard packages from adopting the sug- 
gestion made by the transportation division of the Department 
of Commerce, in a statement published in The Traffic World 
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of September 13 (p. 557), that advertising on packages be 
eliminated because of the assistance it gives the pilferer in 
determining the contents of a package. 

While agreeing with the suggestion of the Department of 
Commerce in a general way, Mr. Bather directs attention to 
the rule referred to above which requires shippers to show a 
description of the contents of fiberboard packages, and the fact 
that the rule is compulsory and that if it is not complied with, a 
20 per cent penalty is applied against the shipment. 

“We agree with the Department of Commerce that the re. 
quirement is certainly an invitation to the thief to pilfer ship- 
ments made in fiberboard boxes, and, further than this, the 
marking requirements of packages and the storage rules require 
that the name of the consignor as well as the consignee be 
placed upon the packages or the tag attached thereto,” says 
Mr. Bather. 

“I believe, therefore, that, if a great deal of publicity has 
been given to the statement made by the transportation divi- 
sion of the Department of Commerce, same should be supple- 
mented by a further statement that requirements as to showing 
the contents of the package and the name of the shipper are 
provided for in the carrier’s tariffs, for the reason that some 
shippers might assume that the statement of the Department 
of Commerce is authoritative and will not require the observ- 
ance of the tariff or classification rules.” 

When the point raised by Mr. Bather was brought to the 
attention of officials of the transportation division of the De- 
partment of Commerce, they said when the article in question 
was prepared they had in mind particularly shipments in for- 
eign commerce which, they said, usually did not move in fiber- 
board boxes. The article, however, was not restricted to ship- 
ments in foreign commerce. Officials of the division also said 
they were confident that if shippers would take the matter up 
with the railroads the latter would eliminate the rule requiring 
a description of contents of fiberboard packages. One large 
insurance company, they said, refuses to insure packages bear- 
ing descriptive labels on the outside which tend to describe 


the nature of the contents. This rule, it was said, had reduced 
losses substantially. 


TRAIN CONTROL DISCUSSIONS 


The Trafic World New York Bureau 


The train control problem will be discussed from all angles 
by representatives of practically every railroad in the United 
States and officials of many equipment companies at a meeting 
of the Signal Section of the American Railway Association at 
Swampscott, Mass., Sept. 24. This day has been set apart in 
the three-day session from Sept. 23 to 25 for consideration of 
improvements on which the carriers will spend $100,000,000 to 
$200,000,000 in the next two years if the instructions of the 
Commission are carried out. 


The announcement by the committee in charge of the 
program says: 


. The distribution of time for presentation of several papers 
involved will be posted in the meeting room on the day in 
question. On account of the large number of requests for op- 


oe to address this meeting the session will start at 
a. Mm. € 


Papers will be read covering installations now in service, 
tests conducted, relation of air brakes to train control and 
analysis of accident records. 


This is the first national meeting ever called to consider the 
subject of train control, which has to do with the automatic 
stopping of trains to prevent collisions with trains ahead, 
derailment on account of open switches, or other accidents. 
Presentation of the subject will be divided into three parts; the 
first covering tests conducted on the Pennsylvania, The At- 
chison, Topeka & Santa Fe, the Union Pacific, the New York 
Central, and the Southern Pacific Railroads; the second part 
will cover the relation of air brakes to train control and the 
analysis of accident records; and the third will cover installa- 
tions now in service on the Chicago & Eastern Illinois, the 


Chesapeake & Ohio, and the Chicago, Rock Island & Pacific 
Railroads. 


COMPETITIVE STEVEDORING CONTRACTS 


President Palmer of the Fleet Corporation announced Sep- 
tember 15 that the Fleet Corporation was preparing to obtain 
competitive bids on stevedoring work at the various ports in 
the United States at which Shipping Board vessels call. The 
first bids will apply to the work at Baltimore and will be re- 
turnable October 1. The contract will be awarded October 15. 
H. Y. Saint, of the stevedoring committee, has been sent to New 
Orleans to arrange for competitive bidding on the work done 
at New Orleans, Galveston and Houston. At the present time 
stevedoring work at Seattle, Portland, Ore., Sabine (Tex.) ports, 
Pensacola, Philadelphia, and for the United States Lines at 
New York, is being done under contracts awarded under the 
competitive bidding basis. It is the plan of the Fleet Corpora- 
tion to extend the competitive bidding basis to all ports. 
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CONSOLIDATION OF SERVICES 


The Trafic World Washington Bureau 


The Shipping Board,’ Sept. 16, solved the Black Diamond- 

Cosmopolitan consolidation problem by splitting the services 
between the two lines. The Black Diamond will have an ex- 
clusive berth at Rotterdam and Antwerp and the Cosmopolitan 
will serve the French ports from Bordeaux to Antwerp. Under 
the organization plan, the Black Diamond was to have been 
eliminated as an operator and the services consolidated under 
the Cosmopolitan. The members of the House committee in- 
vestigating the board intervened in the matter on the ground 
that it had developed information with respect to the case. 
The board had this information before it when it decided the 
case. 
The Shipping Board, September 16, reaffirmed its decision 
eliminating the Mallory Transport Lines, Inc., as a Shipping 
Board operator in the services between north Atlantic and Med- 
iterranean ports. C. D. Mallory was heard by the board the 
day before in support of his protest against the action taken 
by the board. President Palmer of the Fleet Corporation was 
authorized to proceed with the consolidation of the Mediter- 
ranean services under the Export Steamship Corporation and 
of the African services under A. H. Bull & Company. 

The Shipping Board, September 17, heard representatives 
of the Carolina Company, Trosdal, Plant & La Fonta, and the 
Tampa Interocean managing operators of Shipping Board ves- 
sels out of Charleston, S. C., Savannah, Ga., and Jacksonville, 
Fla., respectively, in connection with the proposed consolidation 
of services from those ports to European ports. Senator Harris, 
of Georgia, appeared in behalf of the port of Savannah. The 
board postponed action in the case for ten days. 

It was said that the decision of the board in the Black 
Diamond-Cosmopolitan case gave the best part of the services 
involved to the Black Diamond. President Palmer, of the Fleet 
Corporation, will effect the consolidation along the lines ordered 
by the board. There are approximately 25 ships in the serv- 
ices. 

Increased efficiency and economy in the operation of the 
Shipping Board fleet has resulted from the consolidation of 
government shipping services in the last eight months, according 
to Fleet Corporation officials. Twelve consolidations have actu- 
ally been effected and three additional consolidations will be 
effected in the near future, completing the consolidation pro- 
gram. Officials regard the consolidation as the most construc- 
tive piece of work undertaken by the Fleet Corporation this 
year. Several years ago the Shipping Board had approximately 
80 managing agents. This number was cut in two after A. D. 
Lasker became chairman of the board, and the consolidations 
have now substantially reduced the number of managing agents. 

Asked for a statement relating to the consolidation pro- 
gram, President Palmer of the Fleet Corporation made avail- 
able information which is summarized as follows: 


The purpose of these consolidations is to put the services on a 
more businesslike footing. Sufficient time has elapsed for a com- 
plete turn-around of vessels of several of the reorganized services, 
and the anticinated improvements are already apparent. There can 
be no doubt that similar satisfactory results will be shown by the 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as foilows: First insertion, $1.00 per 
line. minimum charge $3.00: succeeding insertions, per line, 50c; 10 
words to the line: numbers and abbreviations counted as words; 
6 point type: payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD. 418 South Market Street. Chicago. Tl 














POSITION WANTED—Young man now employed as assistant 
traffic manager manufacturing concern, desires connection with 
larger company. Excellent education. Five years’ industrial expe- 
rience all phases traffic work. Specialist in handling freight claims. 
Address T. J., care Traffic World, Chicago, Il. 





POSITION WANTED—Traffic Manager or Assistant with indvs- 
trial concern, age 32, married, 12 vears’ railroad and industrial traffic 
experience. LaSalle graduate. capable to assist on other work. Good 
reasons for change and can furnish best of references. Address 
J. G. L., care Tra..c World, Chicago, IIl. 





POSITION WANTED—Traffic Manager, age 39, married, now suc- 
cessfully handling traffic department, industrial concern. Familiar all 
phases domestic and export traffic, railroad, steamship and industrial 
experience. Open for connection with larger future. Preferably east. 
Address Box 697, care Traffic World, Chicago, III. 





POSITION WANTED—Traffic Man who understands rate con- 
struction, analysis, claims, Interstate Commerce law, procedure before 
the Commission, etc. Two years practical experience. University 
graduate of transportation, three years law training, age 36, 
married. Address S. S., care Traffic World, Chicago, Ill. 








ATTENTION, TRAFFIC MANAGERS—Westbound Intercoastal 
steamship tariffs, showing all class and commodity rates from 
North Atlantic ports to Pacific Coast, via Conference Steamship Lines, 
$5.00 per copy delivered. Address, Intercoastal Steamship Freight 
Bureau, 423 Lissner Building, Los Angeles, California. 
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JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 








AMARILLO, TEXAS 


Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 

STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 

(Lowest Insurance Rates in Southwest) 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


















DETROIT 


MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


“Let Us Solve Your Distribution Problem” 
Centrally Located to All Railroads and Boat Lines 












snd Fanncytoente From the Hub 


Elmira is the natural distributing center for these two densely 
pulated States which have correspondingly great buying-power 
sean by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Cor ’n, ELMIRA, N. Y. 


lroad Ave. 


We Bind The Traffic World 


oe ed 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 


Do You Really Want to Learn 


Every phase of TRANSPORTATION through actual ex- 
perience? Do you want to be able to read, analyze and 
correctly interpret all Classifications, Exceptions, Tariffs, 
Circulars, Guide Books, the Interstate Commerce Act and 
Conference Rulings? Do you want actual experience in 
Procedure before the Commission, including Preparation 
of Formal and Informal Complaints, and Exhibits, “Short- 
ened Procedure” and Complete Hearings, including Excep- 
tions, Arguments, Rearguments, and Final Opinion? 


If so, we teach by ACTUAL Practice only. 
Phone Har. 8650, or write for our Blue Book 


COLLEGE OF ADVANCED TRAFFIC 


950 Transportation Building, Chicago 
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more recent consolidations when the final returns covering their oper- 
ations come in. 

The improvements already noted are a reduction in the time of 
ships’ voyages with consequent reduction of vessel expenses, more 
efficient freight-getting organizations, and greater flexibility of opera- 
tions. Most important of all is the elimination of the condition that 
existed under which two overlapping lines competed for business on 
the same route at government expense. The completion of this im- 
portant work lays the foundation for greatly improved services and 
ensures their further conduct on sound business principles. 

Meanwhile, other steps initiated by the Fleet Corporation to obtain 
improved officiency have actually resulted in important economies. 
The yearly payroll of the Fleet Corporation alone has already been 
reduced by over half a million dollars; the stevedoring committees, 
at home and abroad, have been making considerable reductions; and 
further great reduction in stevedoring cost will be realized as the 
final consolidations are put into effect. 

Particular attention has been paid to economy of fuel consump- 
tion, and though there is yet much to be done in this line, much 
has already been accomplished. A conspicuous instance is the great 
reduction in fuel consumption of the Fleet Corporation’s steamship 
line from San Francisco to the Orient. ; 

During this period, the treasurer, the auditor and the vice-presi- 
dent in charge of traffic have been sent abroad to investigate condi- 
tions and devise methods for improvement of our services and for 
increased economy on the other side, and definite steps have been 
—— to secure better return cargoes, in which our ships have been 
acking. 

The treasurer’s department has revised the methods of disburse- 
ments and collections at foreign ports eliminating large losses in 
foreign exchange and resulting in important economies. For the first 
time the Fleet Corporation has been able to draw up a detailed budget 
statement in accordance with usual business practice. 

The corporation. has been working for several months’ on an 
analysis of data on which to base definite recommendations as to 
services on the American trade routes and the types and number 
of vessels adequate to the requirements of our foreign commerce on 
such routes as are not served by private American lines. 

The following is a list of the consolidations now in effect: Trade 
name, American Merchant Lines; service, N. Atl./E. C. U. K.; agent, 
J. H. Winchester & Co., Inc. Oriole Lines, N. Atl./W. CG. U. K. and 
Ireland, Consolidated Navigation Co.; Mississipupi Valley European 
Line, New Orleans—France and Belgium, Mississippi Shipping Co., Inc.; 
American Delta Lines, Gulf (excl. Mobile) to East Coast South Amer- 
ica, Mississippi Shipping Co., Inc.; Mobile Oceanic Line, Mobile, Pen- 
sacola & Gulfport to U. K. and Bordeaux-Hamburg range, Waterman 
Steamship Corporation; Gulf West Mediterranean line, E. & W. Gulf 
to Portugal, Spain and North Africa west of Bizerta, Tampa Inter- 
ocean Steamship Company; Texas Star Line, Texas ports to France 
and Belgium, Daniel Ripley & Co., Inc.; American Dispatch Line, 
Gulf (excl. New Orleans) to East Coast South America, Munson 
Steamship Line; Southern States Line, New Orleans and Texas ports 
to Holland and Germany, Lykes Bros. Steamship Co., Inc.; American 
Dixie Line, New Orleans and Texas ports to United Kingdom, United 
Gulf Steamship Co., Inc. (consolidation of S. Sgitcovich & Co., and 
Trosdal, Plant & Lafonta); American Premier Line, East and West 
~ Gulf to Mediterranean, United Gulf Steamship Co., Inc. (consolida- 
tion of S. Sgitcovich & Co., and Trosdal, Plant and Lafonta); Amer- 
ican Pioneer Line, N. Atl. and Gulf to Far East and Dutch East 
Indies, Atlantic, Gulf & Oriental Steamship Co. (consolidation of Bar- 
ber S. S. Lines and Tampa Interocean S. S. Co.); American Scantic 
> N. Atl. to Scandinavian and Baltic ports, Moore & McCormack, 
ne. 


The following consolidations have been recommended to the 
Shipping Board: North Atlantic to Rotterdam-Bordeaux Range, 
— Atlantic to Mediterranean, and South Atlantic to U. K. and 

urope. 


SOUTHERN RAIL RATE MOVE OPPOSED 


The Trafic World New York Bureau 


The attempt that is being made by the South Atlantic 
/ports to obtain export and import rail rates from the Middle 
West on the same basis as Baltimore will be fought by the 
Merchants’ Association of New York as unfair to this city. 
This decision was reached by the executive committee after 
consideration of a report from the transportation committee. 
The southern ports are seeking the Baltimore rates from Cen- 
tral Freight Association territory, and have started proceedings 
before the Interstate Commerce Commission. 

The association will oppose all efforts to establish or main- 
tain lower rates to and from the southern ports than the rates 
that were authorized by the railroad administration during the 
period of federal control, when the export rail rates to the 
Southern ports were made the same as to the Port of New 
York. These rates were thrown out of line when the horizontal 
advances were made, increasing the New York rates 40 per cent 
and the rates to the Southern ports only 33-1/3 per cent. 

After considering the report, the executive committee ap- 
proved it and directed the traffic bureau to take an active in- 
terest in these cases on behalf of the business interest of 
New York. 


OCEAN TRAFFIC CONDITIONS, ETC. 
The Trafic World Washington Bureau 


The Fleet Corporation has issued the following summary 
of reports received from its directors: 


New York—Conditions on long voyage trades are reported 
normal for this time of year with the exception of the Far East, 
where general cargo is offering in excess of that of this time 
last year. The grain market continues to improve with the 
Continent showing more strength than the United Kingdom. 
General cargo conditions are improving. 

Philadelphia—Slight improvement in freight offerings noted. 

Oa i Orleans—Increased movement in cotton and grain re- 
ported. 

Seattle—The new managing agent agreement has been signed 
by the Admiral Oriental Line and forwarded to President Palmer. 

The 6,000 ton floating drydock at Jacksonville, Fla., has 
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been sold to the Buckman Corporation of Jacksonville for $50,000. 
Terms $4,500 cash and the remainder in seven installments, in- 
terest 5 per cent annually, payable in semi-annual installments, 

The Fleet Corporation has entered into a contract with the 
British-Mexican Petroleum Co., Ltd., for bunker oil for Shipping 
Board vessels at the following United Kingdom ports: 

London, Southampton, Liverpool, Glasgow, Belfast, Tyne and 
Avonmouth, 

The Fleet Corporation is obligated to take its entire supply 
of fuel oil from the supplier, but not obligated to take any 
specific quantity. The supplier is not required to deliver more 
than 50,000 tons during the period of the contract, which covers 
a period of 6% months from the middle of September, when the 
existing contract with the Anglo-American Oil Co. expires. 

The price to be paid is 80 shillings per ton at terminal; 80 
shillings per ton at Southampton, for the Leviathan only; 8-1/3 
shillings per ton at all other ports except Avonmouth, where 
barge delivery will be arranged at actual cost. 


NORTH ATLANTIC PLANS DEFENSE 
The Trafic World New York Bureau 


Representatives of North Atlantic steamship lines, when 
they appear before the Shipping Board, October 7, in the port 
differential case, will contend that the differentials in the 
United Kingdom and Continental trades, in favor of this section, 
conform to natural economic conditions, and as such should 
be approved by the Shipping Board. 

Attention was directed Tuesday, at a meeting of port and 
steamship officials at N. Y. Maritime Exchange, to Section 8 of 
the merchant marine act of 1920, which directs the board and the 
secretary of War to determine what territorial regions are 
naturally tributary to various ports and to foster the develop- 
ment of trade along these lines. The South Atlantic ports filed 
their complaint with the board under Sections 16 and 17 of the 
shipping act of 1916, alleging that the present differential system 
is unjust and discriminatory. 

Section 8, of the 1920 law, also directs the board to deter- 
mine if railroad rates are such as to promote the purposes of 
the section, and if not to bring the situation to the attention 
of the Commission with the recommendation that the tariffs be 
changed. 

With this law as the basis for argument, the North At- 
lantic lines will declare that the shortest, most rapid, and 
natural course of traffic to and from the interior of the United 
States and Europe is through this section. Equalization of 
the railroad and steamship rates through the Gulf, it will be 
said, would be uneconomic in that it would tend to route ship- 
ments in a wasteful manner, with longer total distances. 

While the shipping officials will confine themselves to a 
discussion of the ocean rates, it is expected that several of the 
port of organization will ask the board to take up with the 
Commission a readjustment of the railroad export rates now 
favoring the Gulf and South Atlantic. 

Applying the same principle to the South American and 
Far East trades, in which Atlantic and Gulf ports have equal 
water rates, it will be argued that the situation is not com- 
parable with European traffic. 

One steamship man said that the distance and time from 
the Gulf to Europe was about 30 to 50 per cent greater than 
from the North Atlantic. Distances in the South American 
trade were nearly equal, he said, and in the Far East traffic 
the difference between the Gulf and New York was so small, 
compared with the total of 8,000 to 10,000 miles, as to be negli- 
gible. There was a real economic reason, he said, for a differ- 
ential on European routes and for equality on the South Amer- 
ican and Far East lines. 

While the steamship lines are rapidly completing their de- 
fense the various port organizations are still far from an 
agreement on a joint case. Another meeting will be held in 
New York, subject to the call of the chairman, before the hear- 
ing in Washington. 


Denial that the south Atlantic ports are seeking an ad-— 


vantage over New York and the north Atlantic in rail-and- 
ocean rates, and the declaration that the southern ports are 
merely seeking a uniform and scientific system of rates that 
will remove discriminations against any section, are made in 
a letter from Matthew Hale, president of the South Atlantic 
States Association, to John P. Magill, chairman of the North 
Atlantic Ports Conference. 


Mr. Hale’s letter was in reply to the recent statement from 
Mr. Magill that the southern ports have already obtained un- 
just rail preferences and are now seeking, through the com- 
plaint filed with the Shipping Board, similar advantages in ocean 
transportation. 

“Our position is very clear and very simple,” said Mr. Hale. 
“We want to be able to build up our ports by competing with 
New York in the Middle West for foreign traffic. Under the 
old system of export and import rail rates, and of ocean rates, 
we were completely barred from this territory. In every in- 
stance the rail rates were lower to and from New York. In 
the trans-Atlantic trade your ocean rates were lower than ours. 
As a result of this manifest injustice, foreign traffic from the 
Middle West was concentrated at New York to such an extent 
that during the world war and immediately thereafter the 
transportation system at the north Atlantic ports completely 
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Setting the standard 
of railroad service 


HE same esprit de corps that has 

made the 20th Century Limited 
the acknowledged standard of passen- 
ger train operation is to be found all 
through the New York Centfal ranks 
on 12,000 miles of lines in the United 
States and Canada. 


New York Central men take pride 


in the quality of New York Central 
service. 


The service is what they make it, for 
no perfection of machinery or genius of 
management can produce dependable, | 
efficient transportation without the 
spirit of achievement in the men who 
make up the organization. 





NEW YORK CENTRAL LINES 
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broke down and foreign shipments had to be diverted to our 
ports. As a shipping man, of course, you are familiar with the 
terrible situation existing at that time. 

“To prevent situations of a similar nature arising in the 
future, the Railroad Administration, after a thorough hearing 
before experienced and impartial railroad traffic experts, estab- 
lished rates for us from the Middle West on the basis of 
equality with yours. The changes that have occurred since 
then have in some instances favored you and in some instances 
favored us. The ocean rate situation which was wholly un- 
favorable to us in the trans-Atlantic trade has not been changed 
and still cuts us off completely from the Middle West as far as 
competing for European markets is concerned. 


“We want, as we have stated again and again, no unfair 
advantage in rates such as New York has been enjoying for 
the last forty years. We do want, however, to be able to tell 
the shippers of the Middle West that if they want to export 
their goods to Buenos Aires or Shanghai or Liverpool or Ham- 
burg through Jacksonville or through Savannah, they won’t be 
obliged to pay a higher through rate from point of origin to 
the foreign market than if they shipped through New York. 
We feel that New York, with its established business, its fre- 
quent sailings, its export and import houses, its foreign banks 
and its reputation throughout the world, has sufficient advan- 
tages over Brunswick, Ga., for instance, not to have to rely on 
any artificial advantage of rail and ocean rates.” 


Mr. Hale then asked Mr. Magill a list of questions bearing 
on rate-making policies: whether ocean differentials are sound 
and, if so, should they be based upon the cost of operation, 
distance or some other principle; the same query as to rail 
differentials; whether one port or group of ports should be 
favored at the expense of others. These were asked, he said, 
so that the south Atlantic might understand the northern point 
of view and be prepared, if possible, to meet halfway. 

“I feel very strongly,” said Mr. Hale, “that all of us who 
are interested in the development of the American merchant 
marine and in the building up of our American ports shuld 
be devoting our entire time toward these great national pur- 


poses and not be obliged to spend so much time fighting among 
ourselves.” 


FAR EAST LINES AGREE ON POLICY 


The Trafic World New York Bureav 

Members of the Atlantic & Gulf Far East Conference and 
the Pacific Westbound Conference, meeting last week at Mon- 
treal, agreed to an extension of -the present rate tariff thrcugh 
the first half of 1925, according to delegates returning to New 


York. The conferences also approved a contract providing for 
full cooperation on all rate matters. 


Minor adjustments in the rates are now being made hy a 
committee representing both groups, which met in Chicazo 
Monday The committee was unable to complete its work in 
Montreal before the Pacific Coast representatives had to leave 
for Chicago for a meeting with officials of the trans-continental 


railroads, with the result that the entire body moved on to the 
western city. 


The proposal for a contract between the two conferences 
to be guaranteed by a $25,000 bond for each group was rejecte'l, 
but an agreement was reached under which a committee of 
arbitration will decide any differences. This will consist of two 
representaatives from each conference who will choose a fifth 
disinterested steamship man if necessary. The committee will 
have final authority in disputes. Individual members of each 
conference are bound by forfeits to abide by the agreements. 

The two groups agreed to continue the policy of overland 
rates plus an ocean proportional which should, so far as pos- 
sible, equalize transportation costs from the interior through 
the Pacific, Gulf and Atalntic seaports. 

J. D. Meehan, of the Barber Line, presided as seneral 
chairman of the joint meeting. A. W. Parry, Jr., Tampa Inter- 
ocean, was spokesman for the Atlantic and Gulf. E. J. Manion, 
of Dodwell & Co., of Seattle, was spokesman for the Pacific 
Coast. Mr. Parry said that a spirit of fairness was shown by 
all members which contributed to the satisfactory outcome. 

The next joint session of the two conferences will be held 
in New Orleans the second Monday in March, when rates for the 
last half of 1925 will be discussed. 


WATER-BORNE FOREIGN COMMERCE 


American vessels carried 34.6 per cent of the imports, 
by value, in the water-borne foreign commerce of the United 
States, in July, as compared with 32.82 per cent in July, 1923, 
according to the monthly summary of foreign commerce issued 
by the Department of Commerce. 

American vessels carried 37.13 per cent of the exports, 
by value, in the water-borne foreign commerce of the United 
States, in July, as compared with 37.67 per cent in July, 1923. 

The detailed figures issued by the Department follow: 
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Imports 
July—— Seven months ending July 
1923 1924 1923 1924 
Brought in: 
Cars and other land 
VORICIOS cccccccccs $ 30,629,809 $ 25,597,034 $ 216,957,107 $ 212,380,575 
Parcels post ..cccce 6,680,622 7,324,862 65,929,261 61,865,283 


American vessels .. 82,087,997 83,068,762 650,546,792 622,686,716 


es 


Foreign vessels: 








Belgian ...cccccccs $ 165,318 $ 975,250 $ 4,577,358 $ 7,776,953 
British ...cccccsce 90,513,259 84,026,192 783,442,138 641,985,684 
DORIBA secsccigece 4,154,288 3,802,010 50,468,600 39,734,258 
PURER. ciccccccesive 8,268,578 7,009,650 65,997,693 52,770,596 
MOONE: scnsceccseie 9,769,86 10,095,700 84,890,764 79,458,297 
German .....0+00. 6,995,052 6,520,683 36,581,636 41,656,815 
FRAHAN 260s ccccccee 4,225,925 4,696,978 32,800,741 34,802,956 
Japanese ......... 20,116,648 17,572,421 144,614,231 131,840,975 
Norwegian ....... 17,282,467 14,413,252 173,663,695 125,604,471 
Spanish ....c.ccece 1,227,619 1,170,428 9,427,328 11,154,661 
BWEGIBD 2c ccccsccs 2,082,650 3,848,403 20,900,160 25,053,154 
A OChEP 226.5500 3,233,668 6,697,315 34,256,165 


37,732,272 


Total in foreign 
VOSRGIB .ceses $168,035,341 $160,828,282 $1,441,620,509 $1,229,571,092 


Domestic Exports 
Carried in: 

Cars and other land 

ie er $ 49,846,757 $ 40,166,895 $ 353,263,696 $ 314,446,436 


Oe ORE. nccciics steeserns RO eee eee 11,831,304 

American vessels 87,710,754 85,150,280 690,996,150 777,036,925 

Foreign vessels: 
eer 1,271,613 3,041,278 14,478,016 21,062,382 
Lt, ne 90,852,761 73,952,074 668,670,345 638,113,164 
BME bicediccwesee 5,913,536 4,176,703 35,417,978 44,716,184 
ME, 6c viewelon wee 6,814,359 8,978,555 48,292,100 59,174,355 
oo Aer 7,900.628 6,755,089 61,686,776 56,098,419 
er 10,357,681 6,364,574 45,590,292 73,792,278 
ere 6,675,773 6,913,120 51,997,829 62,245,872 
SEDONEEE  cccicccces 10,567,900 7,648,521 83,746,247 88,500,410 
Norwegian ........ 8,728,007 13,585,624 76,330,359 73,695,127 
ae ae 2,329,541 3,136,581 28,149,751 31,984,106 
SWORD ccccwccuce 3,955,224 4,098,626 22,231,296 25,605,139 
yer 2,500,859 5,060,212 21,271,731 


32,093.705 








Tota! in foreign 
oe er $158,167,882 $143,710,957 $1,157,862,720 $1,207,081,141 
Foreign Exports 














Carried in: 
Cars and other land 
WOOO baseesecss $ 2,560,022 $ 2,679,677 $ 19,340,730 $ 20,451,393 
American vessels 1,173 368 1,091,974 7,779,149 9,802,785 
Foreign vessels . 2,727,244 2,270,852 18,502,769 25,818,280 
Water-Borne Foreign Commerce 
July, 1923 July, 1924 
Per cent Per cent 
Imports: 
In American vessels...... $ 82,087,997 32,82 $ 83,068,762 34.06 
In foreign vessels......... 168 035,341 67.18 


160,828,282 65.94 





Total (except in land 
vehicles and parc. post.$250,123,338 100.00  $243,897,044 100.00 
Exports: 
In American vessels...... $ 87,710.754 35.67 $ 86,242,254 37.13 
In foreign vessels......... 158,167. 882 64.33 145,981,809 62.87 





Total (except in land 


WENGE Gee cvicvowenes $245,878.636 100.00  $232,224,063 100.00 
Tonnage of Vessels 
Net tons Net tons 
Entered: 
POIEOD. Fiiac csienaanwneare-os 2,465,580 $6.03 2,820,265 42.52 
ee ene 4,377,775 63.97 3,812,919 57.48 





Total entered 6,843,355 100.00 


6,633,184 100.00 


Cleared: 
PEED Scio-clees cocweaweeic< 2,612,098 37.53 2,724,459 41.04 
PNNNINIRY | Sicss,'5 cco qverarsiraterecciernleteie 4,348,016 62.47 3,913,215 58.96 





Total cleared 6,960,114 100.00 


Water-Borne Foreign Commerce 
——Seven months ending 


6,637,674 100.00 




















July, 1923 July, 1924 
Per cent Per cent 
Imports: 
In American vessels..... $ 650,546,792 $1.10- $ 622,686,716 33.62 
In foreign vessels....... 1,441,620,509 68.90 - 1,229,571,092 66.38 








Total (except in land 
vehicles and parcels 











MRE. ncceotiv csioesntese $2,092,167,301 100.60 $1,852,257,808 100.00 
Exports: 
In Ameri@an vessels..... $ 690,996,150 37.37 $ 786,839,710 $8.96 
In foreign vessels....... 1,157,862,720 62.63 1,232,899,421 61.04 
Total (except in land 
VENICE) csicscicses $1,848,858,870 100.00 $2,019,739,131 100.00 
Tonnage of Vessels 
Net tons Net tons 
Entered: 
WEMOTIOORE wedcicc ne deccsicce 14,993,302 40.57 16,629,101 43.66 
PE: -siscdicclvcanneseces 21,966,814 59.43 21,457,315 56.34 
Total entered ......... 36,960,116 100.00 38,086,416 100.00 
Cleared: « 
PEMNOUEENME | cios.ccidigciv-omewery 15,166,934 40.66 16,656,393 3.56 
Oe ee Se ae 22,133,409 59.34 21,582,958 56.44 


37,300,343 100.00 


—_——— 


- Total cleared ......... 38,239,351 100.00 


BOARD APPROVES NAME 


The Shipping Board has approved the name of “American 
Republic Lines” for the service between north Atlantic ports 
and the east coast of South America operated for the Fleet 
Corporation by the International Freighting Corporation. 
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President Grant—One of the five sister ships—showing cargo handling fac lities 
especially designed for rapid handling from lighters on both sides of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRRers GRANT... cc ncccccccecceccse Sept. 29 
PRESIDENT MADISON ...................6. Oct. 11 
PRESIDENT McKINLEY...................- Oct. 23 
PRESIDENT JACKSON. ........ccccccccceee Nov. 4 
PRESIDENT JEFFERSON ...............-.; Nov. 16 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
sa: arte eve venciumiorlor@n ieee Sept. 20 
WEST HIMROD .. 
WHEATLAND MONTANA 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


OR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loan & Trust Bldg., 112 W. Adams 8t., Phone 
Randolph 7739. 

New Yerk—32 Broadway, Phone Broad 05880. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Les Angeles—429 Pacific a Building. 

Portland—161 Third 8t., Co tark. 

Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL ORIENTAL LINE 








U.S.SHIPPING BOARD 


TRANS - PACIFIC SERVICE 
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Joint Service With 
Hambuarg-American Line 


NEW YORK TO HAMBURG 


tSMOUNT CLAY ..... Sept. 27 FRERINOR ccccccccccees Oct. 11 
*RESOLUTE .......... Sept. 30 *RELIANCE ........... Oct. 14 
TTHURINGIA .......... Oct. 2 *DEUTSCHLAND ...... Oct. 18 
*ALBERT BALLIN ....Oct. 4 TCLEVELAND ......... Oct. 25 


§ Via Halifax 
¢Cabin and 3rd Class Passengers. *ist, 2nd and Srd Class. 
Leading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


ADALIA (via Baltimore and Hampton Roads)........... Sept. 25 
PLANET (via Baltimore and Hampton Roads)............. Oct. 16 
LEGIE (via Baltimore & Hampton Roads)................ Nov. 6 
BALTIMORE TO BREMEN AND HAMBURG 
ADALIA (via Hampton Roads)............ceccccccccceces Oct. 1 
PEsAreee (VIR TRRmten TORRE) on. ooo ccccccceccccceccccces Oct. 22 


LEGIE (via Hampton Roads) 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 


HAMBURG 
LS (bis Halse ick care ncidbccweneesciswenien edscweebessmeese Oct. 4 
I a ccs gids aairib sp <etps iss T ah oars ose a www orev dia ake eww iad wie Oct. 25 
EE aiiiiuo nano ncawswaes oe emonarictioneaemewraewahenn Nov. 15 
NEW ORLEANS TO BREMEN AND HAMBURG 
SE ciiwthsepensesuswseseesseooses First half of September 
I 6 0:05:6:6-6010:6:5.0:s'e Se cine me bees Last half of October 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading vie Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Perts. 


Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 

Baltimore New York Savannah 
PETER KERR........... Sept. 23 Sept. 27 Oct. 1 
MONTICELLO ..........- Oct. 7 Oct. 11 Oct. 15 
a pixie asiksvcceecewas Oct. 21 Oct. 25 Oct. 29 
Sere Nov. 4 Nov. 8 Nov. 12 
i ER EEE Nov. 18 Nov. 22 Nov. 26 
a ee ee Dec. 2 Dec. 6 Dec. 10 


Pier No. 9, B. & O. RB. R., Lecust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 


at Les Angeles Harbor without transfer charge, also to all ports 


. yo Oregon, Washington, British Columbia, Alaska and 
e 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 
i 040:944 60 0000%eews een epeoeower Hearst Tower Bidg. 
oo, SE rr rrr ry 4128 Jenkins Arcade Bldg. 
SYRACUSE.......... ein eeue 26s sdedesebeoeeweod 201 Mitchell Bidg. 
AGENTS: 
ATLANTA...... Shs sib eiseeeeelceeinweebew oubue ealemain John M. Bern 
STON......-- Eaccccevccccccccsecevececens C. H. Sprague & Sen 
Los a: En ee ee PAR eS eee Les Angeles 8.8. Ce. 
N OR: Tl ainéuaeesewsbewenoun malmemaisibald chard Meyer Co. 
NORFOLE........ Dama eineaweereae Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA. .........seeceees Dichmann, Wright & Pugh, Inc. 
PORTA cc cccccccccccccccceecese Celumbia Pacific Shipping Co. 
Sc cnncacckocvietccceceesetecsoncees Sudden Christensen 
GAM PRAMEIIOO. ..ccccccccccccesccccccoce Sudden & 
SAVANNAH...........- $0000 cebeuee eer erene M. J. Hegan & Ce. 
Bs 8 hoc cceciccrccccvccéccestévscesesee Sudden 


611 








612 THE TRAFFIC WORLD 


OCEAN RATES SCORE MARKED GAINS 


The Trafic World New York Bureau 


The ocean charter market in the last two or three days 
has entered a period of comparative quietness, due to the re- 
luctance of shippers to pay the high rates established in ten 
days of unprecedented activity in the grain trade. Rates are 
maintaining their existing levels, however, with only insignifi- 
cant recessions. While grain has been the leader of the ad- 
vance, other commodties are showing strength and steamship 
officials are more optimistic than at any time in the preceding 
year. The improvement has been most pronounced on the 
Atlantic and Gulf coasts, but reports from the Pacific now in- 
dicate a trend for the better there. 

W. B. Keene, vice-president of the Fleet Corporation, in 
charge of traffic, said, after conferences with traffic managers 
at all American ports, that the turn for the better has been 
widespread, but most important in the United Kingdom, Con- 
tinental and South American routes from Atlantic and Gulf 
ports. 

Last week’s charter market was featured by the fixture of 
more than 60 ships for grain movement alone, and officials 
estimate that since the upward trend started on August 22 
more than 100 vessels had been taken for this trade, with a 
total for booking of 1,200,000 tons of grain. The prevous high 
record for the year was in the week ending on May: 3, when 
24 steamers were chartered. The opinion expressed here is 
that the last week sets a new high record for ship chartering. 

In the face of this strong demand rates climbed substan- 
tially, and brokers predicted confidently that a strong market 
would be seen for the remainder of the year at least. Shippers 
were advised to cover their requirments at existing levels, 
which were said not to be high in view of possible increases 
later. Charter rates have not advanced as much as space 
rates on berth liners, which are up from six or seven cents a 
100 pounds to 16 and 17 cents to the United Kingdom and 
Continent in the course of a month. 

“We must call the market a little firmer,’ said Lundham 


& Moore in their weekly review,’ and it is well to bear in. 


mind that full cargo rates are reasonably low. They have 
not advanced anything in proportion to berth rates. Therefore, 
if demand continues, it is reasonable to expect cargo rates 
to advance further. We look for good business at least for the 
balance of the year. It is too soon to figure beyond that. Some 
charterers are taking November and December tonnage on the 
present basis and, as things look now, they are wise to do so, 
as the rates are not high.” 

Funch, Edye & Co. remarked that “the market finds it- 
self in a stronger position generally than last described, with 
tendencies in nearly every trade decidedly bullish.” 

The greatest activity was displayed in fixtures from Mon- 
treal to the Continent with about twenty vessels placed at 
15% to 16% cents a 100 pounds for September and October 
loading. About ten vessels were fixed from Atlantic ports to 
the Continent at 14% to 15 cents, while a large number were 
chartered in the Gulf to the Continent at 16 to 18 cents. Mon- 
treal to the Mediterranean rates were 18% to 19 cents. 

A feature of the week was the charter of the Shipping 
Board steamer Eldena from Galveston to Rotterdam at 18 cents 
for a full cargo of grain. This was the first government vessel 
to be placed for a full cargo in several months and was also 
the first of ten ships which the board will allocate to the 
Gulf for the movement of grain, cotton and flour. 

Compared with grain, other markets were quiet but firm. 
Lumber and time charter vessels were stronger. Intercoastal 
lumber rates were marked up to $14 a 1,000 feet for October, 
compared with $12 to $12.50 recently. Trans-Pacific trade was 
better, with indications of future improvement. 

As a result of competition by the Mexican Free Ports 
S. S. Line, supported by the Mexican Government, which has an- 
nounced a 20 per cent cut in rates on its steamers, the Munson 
Line has reduced rates to Mexican ports 10 per cent on all 
commodities taking more than 40 cents a 100 pounds, effective 
at once. It is expected that the Ward Line will also meet the 
reductions. 

A change in automobile rates to South America has been 
made by the River Plate and Brazil conferences. Effective 
immediately, the rate on cars weighing from two to four tons 
will be $10 on freighters and $11.50 on passenger ships, instead 
of a flat rate of $12 previously. The change was made as a 
result of protests from automobile manufacturers and shippers 
against what they considered an excessive charge being im- 
posed on account of added length of new models and the extra 
amount of packing used. Rates on smaller cars were unchanged. 

South American officials report that harbor conditions at 
Santos are becoming worse, with serious congestion on the rail- 
roads and piers. Ships are frequently compelled to lie in the 
harbor two or three weeks before discharging. 

Inauguration of a semi-monthly steamship service between 
Genoa, Leghorn, and New York is announced by the Mutual 


ve Marine Corporation, which will have a fleet of five ves- 
sels. 
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The New Orleans agency of the Prince Line is to be taken 
over on October 1 by the International Mercantile Marine Com. 
pany, which now operates the Red Star and Leyland Lines 
from that port. 

The United American Lines will curtail their intercoasta] 
service from sailings every ten days to every two weeks, effec. 
tive with the departure of the steamer Peter Kerr from the 
North Atlantic late this month. This will enable the company 
to take advantage of the differential rates allowed to the slow- 
er and infrequent services. The reduction is said to be only 
temporary. 

The Pacific Westbound Conference meeting at San Francisco 
prior to the Montreal session extended the open rate on lum- 
ber to all Oriental ports, except Hongkong and Manilla, from 
October 21 to December 31. The present quotations from 
Hongkong and Manila, $9.50 on small sizes and $10.50 on large 
sizes, were also extended. 

Announcement is made by the International Mercantile 
Marine Company that it is prepared to issue through bills of 
lading and quote through rates to interior points in Germany 
on refrigerator cargo from New York to Hamburg on ships 
of the joint service maintained by the White Star and American 
lines. Shipments under this arrangement will be under refriger- 
ation all the way, through employment of refrigerator cars 
on the German railroads. 

The Continental Conference has extended the existing rates 
on provisions through the remainder of the year. The Con- 
tinental and United Kingdom conferences have also extended 
from December until March the present transhipment rates on 
canned goods and fruits from the Pacific Coast to Europe. 

Reductions in freight and passenger rates ranging from 
30 to 75 per cent have been made between New Orleans and 
Havana by the United Fruit Company, Ward Line, and Munson 
Line to meet the competition due to the inauguration of a new 
service between those ports by the Standard Fruit & S. S. Com- 
pany. The new company has placed two ships on the route with 
weekly sailings. Among the freight decreases are corn and 
oats from 22% to five cents a 100 pounds, flour from 30 to 12% 
cents, and general cargo about one-third. 

The McCormick Steamship Co. has entered into a traffic 
agreement with the Union Pacific Railroad and will purchase 
the combination passenger and freight steamer Rose City, 
owned by the Union Pacific and operated between San Francisco 
and Portland, Ore. The railroad company will cease all steam- 
ship operation. 

At a meeting of the board of the Southern Pacific Com- 
pany, Lewis J. Spence, director of traffic, was elected executive 
officer of the Southern Pacific Steamship Lines. This is a 
new office and gives Mr. Spence complete control of the steam- 
ship lines. 

Announcement is made by the Masset Timber Co. that begin- 
ning in October Vancouver will be the headquarters of the 
Los Angeles Timber Products Co., and that vessels of the line 
will enter the intercoastal lumber trade between Queen Char- 
lotte Island, Vancouver, Puget Sound, New York and Phil- 
adelphia. 

As a result of agitation on the part of various interested 
firms, the dock commissioners at Portland, Ore., have voted 
to remove from the tariff a provision that all overages accruing 
at the end of the cereal year from grain of mixed ownership 
shall automatically become the property of the commission. 
A clause was substituted providing that overages shall be 
credited to various owners in proportion to the grain stored. 

Representatives of Texas City and Galveston presented a 
strong plea before the Texas Railroad Commission at its last 
session for rates on oil moving through the two ports on a 
parity with those established at Houston. Texas City, sup- 
ported by Galveston, filed a complaint against existing rates 
and demanded that the 13-cent rate now applying on crude oil 
moving from Texas points through Houston and points on the 
ship channel be made applicable also to movements through 
Galveston and Texas City. 


MARINE COMMITTEE MEMBERSHIP 


“Congressional primaries, which have now been held in all 
states except New Jersey and New York, foreshadow a number 
of changes in the membership of the Senate and House com- 
mittees having to deal with shipping affairs,” says the National 
Merchant Marine Association, in a statement, continuing as 
follows: 


There is no change indicated in the chairmanship of either body, 
however, and a majority of the present membership will probably 
continue to serve. The return of Senator Wesley L. Jones, of Wash- 
ington, chairman of the Senate committee on commerce, is assured, 
as his term does not expire until 1927. Of the other Republican 
members of the committee in the order of seniority, Fernald, of 
Maine, has already been re-elected. McNary, of Orgon, won the 
Republican primary nomination. Edge, of New Jersey, faced a con- 
test in the primaries held September 16. Senators Willis, of Ohio, 
and Weller, of Maryland, hold over, while Ball, of Delaware, was 
defeated in the primaries, the successful Republican opponent being 
T. Coleman Dupont. Ladd, of North Dakota, holds-over, and Couzens 
was successful in the Michigan primaries. 
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No Confliction in Houston Port’s Railroad Facilities 


Houston’s new wharf facilities are designed for the speeding up of your traffic. Speed 
and economy of operation have been the controlling ideas in the creation of these new 
facilities. 


_. 
— 
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Separate railroad leads spring from the classification yard to serve the warehouse 
area, the grain elevator, and the Public Belt Main Line, and the whole trackage system 
is so arranged that traffic which is not actually going to the wharves is kept away from 
the wharf trackage. 


eee Tt OO 


With this arrangement, when the terminal is crowded during times of heavy move- 
ments in grain and cotton, there is no tendency to flood or congest the port facilities, 
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and there is none of the confliction that exists in many ports. 


The terminal can run at full speed at all times in the export of grain, cotton, and 
} general merchandise without any additional switching or delay which otherwise would 
be unavoidable. 


For full information concerning the port send for the 
“Port Houston’’ booklet. Address 


DIRECTOR OF THE PORT, FIFTH FLOOR, COUNTY COURT HOUSE, HOUSTON, TEXAS 


PORT OF HOUSTON 


‘“‘Where Seventeen Railroads Meet the Sea’’ 








Port Houston’s Shipside Warehouse 











Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 

Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 

Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 

With pd long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
pments. 

Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 

Your shipments can be financed through our negotiable warehouse receipts. 

A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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The ranking Democratic member of the committee, Senator 
Fletcher, of Florida, is a holdover. Senator Ransdell, of Louisiana, 
second in rank on the Democratic side, and president cf the National 
Merchant Marine Association, was successful in the primaries, ob- 
taining more than double the vote of his opponent. Sheppard, of 
Texas, and Simmons, of North Carolina, won in the primaries, but 
Dial, of North Carolina, was defeated. Ferris, of Michigan, holds 
over, as does Stephens, of Mississippi. It is of interest to note that 
Guy D. Goff, formerly with the Shipping Board, won the Republican 
senatorial nomination in West Virginia. ; 

On the Republican side of the House committee on merchant 
marine and fisheries, Representative Greene, of Massachusetts, the 
chairman for many years, won a renomination despite stiff opposi- 
tion, polling 12,786 votes to 10,153 for his opponent. Edmonds, of 
Pennsylvania, retires at the end of this session, not having secured 
@ renomination. Scott, of Michigan, was renominated in the pri- 
maries, and White, of Maine, has already been re-elected. Lehlbach, 
of New Jersey, is expected to be successful in the coming primary. 
Rosenbloom, of West Virginia, did not enter the primaries for re- 
election to the House, reece a senatorial nomination instead, but 
was defeated. Free, of California, Roach, of Missouri, Brand, of 
Ohio, and Reid, of Illinois, have all succeeded in obtaining renomina- 
tions, but Wertz, of Pennsylvania, will not be returned. In the case 
of Bacon, of New York, the primaries have not yet been held. Suth- 
erland, delegate from Alaska, is expected to return. 

As matters stand, it is certain that there will be, at least, two 
new members of the Senate committee on commerce, and three of 
the House merchant marine committee. Some of those who have 
obtained renomination in the primary, however, may meet defeat in 


~ — The changes, of course, will not take effect until March 
, next. 


SHIP WAGE COMPARISONS 


The Trafic World New York Bureau 


While Japanese marine wages on tramp vessels are only 
about 30 per cent of the payroll on a similar American ship, 
the scale on regular liners is considerably higher but is still 
only one-half of the U. S. total, according to an investigation 
by the American Steamship Owners’ Association. 

In a recent statement the Association showed a Japanese 
payroll of only $806 a month for a 6,000 ton tramp against 
$2,732 for a private American vessel and $2,938 for a Shipping 
Board steamer. In a statement on cargo liners of 7,500 tons, 
the association this week showed a monthly payroll of $1,502 
for 47 men in comparison with $2,913 for a private American 


vessel with a crew of 37 and $3,153 for a Shipping Board ship 
with a crew of 35. 


Commenting upon this situation, W. L. Marvin, vice-pres- 
ident of the association, said: 


Assuming a deadweight capacity of 11,500 for each of the 
three steamers in this comparison, and taking the Shipping 
Board standard price of $30 per deadweight ton as the basis of 
estimate, the capital cost of each of the three ships will be 
$345,000. Assuming further that each of these ships has its 
crew on full pay for eleven months of the year, the wage differ- 
ence per year in favor of the Japanese ship against the private- 
ly-owned American ship is $15,568.08, which is equivalent to 
4.51 per cent per annum on the capital investment, and the wage 
difference per year in favor of the Japanese ship against the 
Shipping Board ship is $18,164.08, which is equivalent to 5.26 
per cent per annum on the capital investment. 

Contrary to a prevalent impression, the payrolls of Japanese 
steamers owned by the principal companies in that Kingdom 
are not abnormally low as compared, at least, with Asiatic 
standards. Japunese sailors, firemen and stewards receive much 
higher pay than do the Asiatic crews of British ships in com- 


petition with them, and the general trend of Japanese sea wages 
is distinctly upward. 





FLEET CORPORATION CHANGES 


The Fleet Corporation has issued instructions for the fol- 
lowing transfers: 

Colonel R. M. Watkins to be transferred from manager, op- 
erating department, New York, to district director at Seattle, 
where he will be in full charge of that district. 

E. P. Erckenbrack to be transferred from district director, 
Seattle, to director for Europe, to proceed upon the reporting 
and relief by Colonel Watkins, to Washington for consultation 
before proceeding to Eurpoe. 

Captain Elmer E. Crowley to be transferred from special 
expert, president’s office, Washington, to manager, operating 
department, New York, to relieve Colonel Watkins. Captain 


Crowley was until recently the president of the East Baltic 
Steamship Company. 


COMMENDS LEVIATHAN OPERATION 


Edward N. Hurley, formerly chairman of the Shipping 
Board, has commended to President Palmer of the Fleet Cor- 
poration the manner in which the Leviathan is being operated. 
He recently went abroad on the Leviathan and returned on it. 
He said the service and everything in connection with the ship, 
including the captain, officers and crew, was 100 per cent, and 
declared that the Leviathan was the finest vessel afloat. 


CURRENT AMERICAN SHIPBUILDING 


On August 1, 1924, American shipyards were building or 
under contract to build for private shipowners 186 steel vessels 
of 154,065 gross tons, compared with 195 steel vessels of 173,- 


418 gross tons on July 1, 1924, according to the Department of 
Commerce. 
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There were 21 wooden vessels of 9,759 gross tons building 
or under contract to build for private shipowners during th. 
same period, compared with 27 wooden vessels of 11,659 grog 
tons on July 1, 1924. 


NEW YORK TOW BOAT CASE 


The Shipping Board has not yet acted on the protest of the 
New York Tow Boat Exchange against further delay by the 
board in passing on the recommendation of the Fleet Corpora. 
tion that Shipping Board tugs in New York harbor should he 
replaced by private tugs. It was understood that the boarj 
might pass on the matter this week. 


DENIES DRAFTING SEAMEN 


Chairman O’Connor, of the Shipping Board, in commenting 
on an article appearing in an editorial in the Britsih shipping 
magazine Fairplay of August 28, to the effect that American 
vessels were drafting seamen from British and other foreign 
ships, stated that so far as Shipping Board vessels were cop. 
cerned it was untrue. He said that, as a matter of fact, the 
Shipping Board policy fixed some time ago provided for 100% 
Americanization of all crews on Shipping Board vessels, and 
under the instructions to the Sea Service Bureau through which 
seamen are recruited, American seamen are employed to the 
entire exclusion of the alien. The character of American sgea- 
men now being employed is steadily improving, he said. 


That part of the editorial in Fairplay referred to by Mr, 
O’Connor is as follows: 


All shipowners in Europe whose vessels have traded with Amer- 
ica have, since the Armistice, suffered in consequence of the deser- 
tions which have taken place in the United States, often, it is be- 
lieved, with the connivance, if not instigation, of the authorities 
there. Indeed, but for these desertions, it would have been impossible 
for the Shipping Board to have manned its fleet efficiently. 


MERCHANDISE FOR YUKON 


‘Paul Henderson, second assistant Postmaster General, has 
issued the following: 


The Canadian postal administration advises that the transmission 
of merchandise to the Yukon territory of Canada during the winter 
season (from October 1, 1924, to May 31, 1925) will be restricted to 
merchandise for postoffices at Champagne, Carcross and White Horse. 
Postmasters will therefore decline to accept for mailing any merchan- 


dise for transmission to Yukon territory, except to the offices named, 
during the winter period stated. 


URGES USE OF WATERWAYS 


“One of the few great industrial problems regarding which 
we can learn something valuable from Europe is inland water- 
way transportation,” said Commission Plummer, vice-chairman 
of the Shipping Board, in an address September 18 before the 
Atlantic Deeper Waterways Association at Newark, /N: J, 
“This fact has again been emphasized by observations made dur- 


ing the recent trip of the special committee of Congress to 
European ports.” Continuing, he said: 


Those numerous canals which literally form a net-work over the 
territory of Holland, Germany and France play a part in the econom- 
ic life of the people unlike any other form of transportation there. 
Not only do canals of larger size furnish highways for great barges 
towed by powerful tugs, but horse-drawn boats of less size are very 
numerous; and a common sight in the smaller canals in that of a 
craft with a capacity of only a few tons being pulled along its course 
by a man harnessed to the stern of the boat and, with a polo fixed to 
the bow, steering this freight carrier on its course as he walks along 
the bank of the canal. The service is slow but it is so cheap and 
free from rail car delays, that it practically eliminates the transporta- 
tion problem from calculations affecting the distribution of goods 
handled in this fashion. 

These people have realized more fully that we the necessity of 
continuing their inland water transportation systems as supplemental 
to rail service. They have abundant rail facilities for the handling of 
all goods which require that form of transportation, but they also have 
the common sense to utilize their waterways for the cheap transpor- 
tation of goods which do not require hurried delivery. That is one 
of the lessons we can learn from these countries today; and it is to 
the credit of this great Atlantic Deeper Waterways Association that 
it has recognized this principle and is doing its part to enlighten the 
American public regarding the great value in the industrial economies 
of this country of water highways. 

Thrifty France has within her comparatively small territory more 
than 3,000 miles of canals, besides 4,600 miles of navigable rivers. 
The ability of this people thus to transport a minimum of expense 
the products of their country and thus secure complete and econom- 
ical distribution of needed supplies, is one of the reasons why modern 
France always has remained a solvent people. There is a minimum of 
waste between the producer and consumer. France, Holland, Ger- 
many were too wise to sacrifice their water highways to the influ- 
ences of railroad transportation. England, like the United States, 
was at first carried away by the glamour of quick rail transportation; 
but she, like the United States, has come to realize the mistake that 
was made in sacrificing canal services as obsolete, and the report of 
the Royal Commission appointed to study this subject of inland 
waterways is one of much value, for reduction in the cost of distri- 
butive transportation is now recognized by all economists as the 
most important problem facing the commercial world today. Every 
year writes its record on thousands upon thousands of tons of fruits. 
vegetables and other products of American fields and farms, left 
to rot on or in the ground, because they could not bear the freight 
charges, which their transportation to other parts of the country 
where they are so badly needed, imposed. 

The Panama Canal has made possible such a reduction in trans- 
portation charges, that cargoes of fruits which formerly could not be 
marketed, are now brought by ships from California to Atlantic ports. 
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A FEW TRIAL 


EXPORT SHIPMENTS 


Consigned to us will make any shipper 
a confirmed patron of ours 


A bonded expense statement on every shipment 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 










ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


COLUMBUS 








FOR CE! 
DISTRIBU 


MERCHANDISE WAREHOUSES 
Lecated best te serve as your warehouse Poel car deer delivery. 
TheitLlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 


STATES 
ERCHANDISE 











B. TOLEDO MANSFIELD 


Merchandise Storage and Pool Car 
cing settee cys Distribution —»%,cazr0- 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Dcwntown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 
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Petry Express & Storage Co. luc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


COMMERCIAL 
WAREHOUSES 


SHIPSIDE WAREHOUSES 
CENTRAL DISTRIBUTING WAREHOUSES 


NEW ORLEANS 
WAREHOUSE 


Your Stocks With Us 













eee carmen, '5%00? Sa: Ft. Space 
ates DENVER 
EEO ~ Serves Tue Million Population 


Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Poik Street Terminal, Pennsylvania System 
CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 





S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


‘THE ECONOMICAL WAY” 






CHICAGO, ILL. 


Location—Geographically in the heart 

of Chicago. Ground floor space for lease 

in large or small blocks to desirable 
tenants. 

Fire-Proof—40 Car Siding— 
Free Switching 
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Reduced freight burdens have weeey created markets for these 
goods. Such always will be the effect of reducing the differential 
between what the tg gd receives and what the consumer pays. 
With further reductions in costs of transportation, such as will come 
from the Dieselizing of ships and greater economies in vessel oper- 
ation, the transportation burdens which those products now carry, 
will be further reduced; and with the perfection of a more effective 
system of distribution, the products of each part of our country will 
find a constantly increasing facility of access to all points of con- 
sumption. 

Already the government has established two important barge 
lines to facilitate the delivery of inland products to ocean ships 
in the Gulf, and the en" Board has assisted in providing tonnage 
that may utilize the Erie Canal and unite the ports of the Great 
Lakes with the ports of Newark and New York. 


Mr. Plummer said that, just as the assurance of cheap 
and reliable distributive transportation was the most important 
element in industrial problems at home, cheap and reliable 
transportation was the most important element in the foreign 
commerce of the country today. He said it was plain that the 
government must see to it, in the interest of all of the people, 
that “we maintain a merchant marine sufficient to handle at 
least one-half of the cargoes going out of and coming into the 
United States.” Thus alone, he said, could the United States 
be assured that American goods will be delivered to foreign 
markets on equal terms with foreign goods, and that the im- 
porters of raw materials in this country may not be handi- 
capped by unfair freight rates. He referred to the Dieselization 
program adopted by the Shipping Board to meet foreign ship- 
ping competition. Referring to foreign objection to the de- 
velopment of an American merchant marine, Mr. Plummer said 
it was time Europeans learned that the United States could 
have a policy of its own and that the security and prosperity 
of the people of the United States was again one of the con- 
trolling ideas in the minds of the leaders of the country. 


N. Y. BARGE CANALS 


The New York State Barge Canal Conference met at AIl- 
bany, N. Y., September 12, to consider the reported inefficient 
conditions of the barge canals in the state. George Clinton, 
chairman, and Colonel Frederick S. Greene, superintendent of 
public works, spoke of the attacks being made on the system 
of operation, and Mr. Clinton expressed himself as desirous of 
giving praise to the work that had been done in excavation in 
the last year, but said that on examination of the state engi- 
neer by the governor, it was admitted that the canals were 
not up to statutory requirements. The chairman condemned 
the Walker act, by which, he said, the constitutional state 
canal department had been made a mere bureau under the 
newly created department of public works. He urged that a 
committee be appointed to work toward having the canal de- 
partment restored to its separate and legitimate position and 
to work toward getting the state constitution amended so as 
to guarantee its separateness as lasting. 


The committee on resolutions reported that the resolutions 
adopted at Syracuse in 1923 should be reiterated and that new 
resolutions be passed urging that the canal authorities carry 
out their plans for building a grain elevator at Troy and state 
canal elevators at Buffalo and Tonawanda; commending the 
plans for remedying the dangerous conditions on Oneida Lake 
and a special committee appointed to confer with officials re- 
garding the situation there; urging that a committee be ap- 
pointed to keep in touch and to work with the superintendent 
of public works and the state engineer, and assuring the people 
of New York and the United States that the state administra- 
tion is taking and has taken necessary steps which will result 
in keeping the barge canals at their full capatity. 

George Clinton was elected chairman, Cornelius F. Burns, 
vice-chairman, Marcus H. Tracy, treasurer, and Frank S. Gar- 
ener, secretary. 


CONSTRUCTION OF TEXAS LINES 


In Finance Docket No. 2951, proposed construction by 
Nueces Valley Rio Grande & Gulf, and in Finance Docket No. 
2874, Proposed Extension of Line by San Antonio Southern, the 
Commission has denied the applications to construct new lines 
in Texas. In Finance Docket No. 2915, construction of Lines 
by San Antonio & Mexican, the Commission has authorized, in 
part, construction of new line proposed by the applicant. 

In the case of the Nueces Valley, Rio Grande & Gulf, the 
Commission held that public convenience and necessity was 
not shown to require the construction of a new line of railroaG 
in Bee, Live Oak, McMullen, LaSalle and Webb counties, Tex. 
The applicant was organized to engage in interstate commerce 
and its application was filed May 7, 1923. It proposed to build 
a line from Beeville to Laredo, Tex., a distance of approximately 
135 miles. Protests were filed by the San Antonio, Uvalde & 
Gulf; San Antonio & Mexican; International-Great Northern 
and the Texas Mexican. The only protestants who appeared at 
the hearing held for the Commission by the Railroad Commis- 
sion of Texas were the International and Texas Mexican. After 
reviewing in detail the entire project and the proposals ef the 
applicant, the Commission reached the conclusion that it would 
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not be in the pubilc interest to construct the line under ty 
circumstances. 

In the case of the San Antonio Southern, the Commissiq, 
held that public convenience and necessity was not shown ty 
require the construction in Atascosa, McMullen, Duval, Ji 
Hogg, and Starr counties, Tex., of an extension of an existing 
line of railroad, from Christine to Brownsville, Tex., or Rip 
Grande City or Samfordyce, Tex. Protests were filed by the 
San Antonio, Uvalde & Gulf. The San Antonio & Mexica 
filed an application, also disposed of in a report issued at the 
same time, for authority to construct in the interest of th 
Uvalde certain lines of road in part of the. same general te. 
ritory which the San Antonio Southern was proposing to occupy, 
At the hearing the Gulf Coast Lines protested against the 
application. 

Referring to the application of the San Antonio & Mex. 
ican, the Commission said the question was as to which line 
would best serve the public need, and concluded that the project 
of the San Antonio & Mexican had the greater merit from the 
standpoint of public service. 

In the case of the San Antonio & Mexican, the Commission 
authorized the construction of a line of railroad in LaSalle, 
McMullen and Live Oak counties, Tex., from a point of connec. 
tion with the San Antonio, Uvalde & Gulf, at or near Three 
Rivers, to a point on another line of said railroad near Fowler. 
ton, Tex., a distance of approximately 40 miles. Permission 
to retain excess earnings was granted. Authority to construct 
lines in LaSalle and Webb counties was denied. The applicant 
asked for authority to build the line to a point near Mirando, 
a distance of approximately 74 miles from Fowlerton, and also 
a branch line to Laredo, a distance of approximately 55 miles. 
This part of the application was denied. 


FINANCE APPLICATIONS 


The New York Central, Michigan Central and C. C. C. & 
St. L. have asked the Commission for authority to assume 
obligations and liabilities in respect of not exceeding $20,955,000 
of New York Central Lines 41%4 per cent equipment trust gold 
certificates. The equipment proposed to be acquired by means 
of the sale of the certificates includes 58 locomotives, 40 pas- 
senger coaches, 27 dining cars, 23 combination passenger and 
baggage cars, 50 suburban coaches, 40 baggage cars, 60 express 
refrierator cars, 28 horse cars, 3,200 box cars, 4,100 hopper 
cars and 190 refrigerator cars at a total cost of $27,940,000. 
It is proposed to sell the certificates to J. P. Morgan & Co., at 
96.89. 

The Texas Pacific-Missouri Pacific Terminal Railroad of 
New Orleans has applied for authority to issue and sell $5,000; 
000 of first mortgage 5% per cent gold bonds. The Missouri 
Pacific and the Texas & Pacific asked authority to guarantee 
the bonds, each owning or controlling one-half the stock of the 
terminal company. The bonds will be issued to retire notes and 
for other corporate purposes. It is proposed to sell the bonds 
to Kuhn, Loeb & Co., of New York City, at 97% and accrued 
interest. 

The Southern has applied for authority to assume obliga- 
tion and liability in respect of $800,000 of Winston-Salem Ter- 
minal Company first mortgage 5 per cent bonds. The terminal 
company has asked for authority to issue and sell the bonds. 

The Townsville Railroad Company has applied for authority 
to issue $50,000 of first mortgage 6 per cent bonds to pay off 
an issue of $40,000 of 6 per cent first mortgage bonds. 

The Brandywine & Point Lookout Railroad Company has 
applied, to the Commission for approval of issuance of $10,666 
of notes to the Baldwin Locomotive Works in connection with 
the acquisition of one locomotive. 


*“ UNCONTESTED FINANCE CASES 


The Statesboro Northern has been authorized to issue $20,- 
000 of common capital stock to be delivered to the receiver of 
the Georgia & Florida in payment of indebtedness and $120,000 
of first mortgage 6 per cent five-year bonds, $30,000 of which 
are to be sold at par and $90,000 to be sold at par or pledged 
—— security for a promissory note or notes aggregating 

000. 

The Delaware & Hudson has been authorized to issue and 
pledge for notes $4,600,000 of first and refunding mortgage gold 
bonds. A previous order authorizing the same company to issue 
$3,475,000 of first and refunding mortgage 4 per cent bonds has 
been vacated. 

The Louisville & Nashville has been authorized to issue 
$17,829,000 of first and refunding mortgage 4% per cent gold 
bonds and to sell $16,000,000 thereof at not less than 91%. 

The Peoria & Pekin Union has been authorized to issue 
$3,200,000 of first mortgage 5% per cent gold bonds and to sell 
them at not less than 95 per cent of par and accrued interest. 

The Duluth, South Shore & Atlantic has been authorized to 
assume obligation and liability in respect of $440,000 of equip 
ment trust certificates to be issued by the Minneapolis Trust 
Company and to be sold at not less than 98 per cent of par and 
accrued dividends in connection with the procurement of 
equipment. 
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ROCHESTER, N. Y. 





ILLINOIS NORTHERN 
RAILWAY 





Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 





. F. Ry. . & St. P. Ry. 
C. & St. L. Ry. 
» Ry. 
LC.RR 
"RR. Penna. Railroad 
M. St. P. & S. Ste. M. Ry. (Soo Line) 
Both INBOUND AND OUTBOUND, less carload 
AN freight handled for ALL ROADS entering Chicago at the 
GENERAL MERCH DISE STORAGE flat Chicago rate thru our McCormick Freight Station. 
Distribution INDUSTRIAL LOCATIONS 
' Choice locations can be found on the line of the ILLI- 
The only modern Merchandise Warehouse fully NOIS NORTHERN RAILWAY for manufacturing and 
equipped and centrall located in the other business. 
City of Rochester. Chicago rates apply to and from all industries. 
& Insurance rate 12 cents per $100.00. Our trap car service allows for the handling of L. C. L. 
Fes freight between our industries and McCormick Station 
0 J | Located on private siding of the Buffalo, Rochester free of charge, in lots of 6,000 pounds or more, thus 
os & Pittsburgh Railway, enjoying switching at avoiding cartage. 
as flat Rochester rate with all steam roads. INQUIRIES INVITED 
nd 
88 Address inquiries to T. J. Maloney, Vice-President, 
er B. R. & P. Warehouse, Inc., a aed 606 S. Michigan Ave., Chicago, Illinois. 











You are invited to measure 


Burlington 
Service 
By This Rule 





“H) QKLAHO oma GIT OKLA. 


CHICAGO—ST. LOUIS 


to 


ST. PAUL LINCOLN 
OMAHA DENVER 
KANSAS CITY MINNEAPOLIS 
PACIFIC NORTHWEST 
CALIFORNIA 





Sensible 
Scheljules 





















Reliable 


Performance 






9,405 Miles of 
Extraordinary Railroad 


FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 





Bo meee Wee See 









Cou tteous 





' POOL CAR DISTRIBUTION Employees 

STORAGE 

; Free Switching From All Lines ». 2, RuSTIS 
Passenger Traffic Manager 


547 W. Jackson Bivd. 
Chicago, Ii. 


Merchants Southwest Fireproof Warehouse Company 


t 1 East Grand Avenue 
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PLEA FOR MARITIME PROVINCES 


The Trafic World Ottawa Bureau 


A new twist has been given to the perennial agitation in 
the Maritime Provinces for greater consideration in federal 
policies. William Puglsey, who is a retired political chieftain 
of the Maritimes, in a speech in Halifax last week declared that 
the future of those provinces made necessary the abandonment 
of the eastern terminal lines of the Grand Trunk Railway. 

The best way to relieve the economic depression in New 
Brunswick and Nova Scotia, he said, was, “to get rid of the 
lines to Portland and New London.” He said he could see no 
other solution. Continuing, he said: 


As long as these lines are operated, they must be operated well. 
They must be put to no disadvantage in trade, or the United States 
government will object, and they have weighty levers to use. I 
believe they could be gotten rid of. Maybe the government could 
get nothing for them, but they are only paying their way now, so 
the loss would not be so great. I say that if they were gotten rid 
of now, we could go on developing Canada and developing trade 


through Canadian ports without having to consider the United States 
government. ’ 


CANADIAN CAR LOADINGS 


Car loadings in Canada the week ending Sept. 6 were affected 
by Labor Day and showed a decline from the previous week of 
4,368 cars. Of this total, 3,925 cars were in the eastern division 
and 443 in the western division. Grain and coal loadings in 
the eastern division were maintained and in the western divi- 
sion grain loadings were increased. Compared with the corre- 
sponding week of last year the car loading was lighter by 4,956 
cars. The cumulative totals to date show 1924 loadings 96,105 
cars above 1923. 

CARS OF REVENUE FREIGHT LOADED ON CANADIAN 

RAILWAYS 
Total for Canada 
For the week ended 
1924 


Aug. 23 Ave. 30 Sept. 6 


Commodity Cars Sars Cars 














Gram and graim products. ...ccccccsevccdosvces 3,869 3,977 4,159 
TE. Sirecda ds ccacencscane anes nuenesdenas 2,620 2,722 2,149 
ME yore cccaleid ocne oneacs manasa see Caeekeaeaalenee 4,777 5,502 5,163 
NOD ck kta gna anbhcks-u male ale ee eal uie omen Baale card 206 171 237 
NEE << paix’ pd ciate elnaiere as 3,528 3,185 
Pulpwood . 1,736 1,566 
SE RE NNN ois nc wlaiasas cd laf Sea wale ea xsemnare 1,917 1,853 pm yy 
IY NINN NN ae dics ns cic ondiotabexthcaere 2,345 2,180 1,950 
NE Bee eae wbrl canada Hovawes sas edoneGdaramataws 1,588 1,408 1,424 
PR. Be Oe, Dinca ccna mewdcee ean eeees 15,063 15,584 14,106 
Be Ee OEE Oe re eee (ended 13,175 13,294 11,868 
EE ae 50,888 51,955 47,593 
Total cars received from connections...... 28,270 28,809 25,341 
Total cars loaded for corresponding week, 1923.53,947 57,056 52,549 
Cumulative Wading to GAtS—1926 oc cccvcccesceccvccccesesees's 1,909,581 
BG 5. Gttnbsvatiendeoseokeeseuaawos 1,804,476 


Eastern Canada Western Canada 
For the week ended 


Commodity Aug. 23 Aug. 30 Sept. 6 Aug. 23 Aug. 30 Sept. 6 
Grain and grain products... 2,372 2,300 2,304 1,497 1,677 1,855 
ey. eee eee 1,209 1,195 1,169 1.411 1,527 980 
DEE Ua nqutaveawev seal warnslre ot 3,795 4,149 4,138 982 1,353 1,025 
. cowcacuvetess:covnseueses 206 170 236 aaa p 1 
| er rr 2,617 2,538 2,247 984 940 938 
PE iKcnctisamevaeeveouwe 1.591 1,805 1,456 136 151 110 
Pulp ONG MAPS. o..0 666 cscs 1,810 1,638 1,644 107 165 142 
Other forest products....... 1,236 1,011 834 1,109 1,169 1,116 
MN Aweuae beens wopees oun cat< 954 815 761 634 593 663 
Merchandise, L. C. L....... 11,107 11,002 10,002 3,956 3,918 4,104 
ee eee 9,829 10,128 8,579 3,346 3,166 3,289 

Total cars loaded....... 36,726 37,295 33,370 14,162 14,660 14,223 
Total cars received from con- 

SNE negieseteceunots 5,804 26,292 22,848 2,466 2,517 2,499 
Total cars loaded for cor- 

responding week, 1923..39,246 40,856 37,050 14,701 16,200 15,499 


CROW’S NEST PASS HEARING 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners began hearing argu- 
ment in the Crow’s Nest Pass agreement dispute September 17. 
This case has aroused nation-wide interest and the lawyers’ 
benches in front of the commissioners’ platform were occupied 
by the most distinguished members of the legal profession in 
Canada. Every lawyer of outstanding ability in rate matters 
was present. Among them were Eugene Lafleur K. C., of Mon- 
treal; W. E. Tilley K. C., of Toronto; Isaac Pitblado K. C., of 
Winnipeg; H. J. Symington K. C., also of Winnipeg, and the 
chief counsel for the two principal Canadian railroads. 

The hearing is to determine whether or not the railways 
are within their legal rights in applying the maximum rates 
set up in the Crow’s Nest agreement to the railway mileage as 
it existed when the agreement was signed. The C. P. R. was 
the only railway concerned in the agreement. It was signed 
in 1897 by the officials of that road in return for a subsidy 
granted by the federal government of that day. It was to re- 
main in force in perpetuity. The agreement provided maximum 


rates on eastbound grain and westbound on a score or more 
basic commodities. 
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The C. P. R. says that the great increase in operation cog 
between the present day and 1897 makes the rates fixed in the 
agreement ridiculously low. The country and the government 
should take the position, it says, that the railway commissioner, 
should have complete control over rates and that all such agree. 
ments as the Crow’s Nest Pass should be brought under the 
jurisdiction of that body. On the other hand, the wester 
provinces insist that the agreement be carried out to the letter. 
In the absence of water transportation facilities that would exert 
a controlling influence on rail rates, the Crow’s Nest Pass agree. 
ment, the western governments declare, is their only protection, 
Otherwise the entire west would be at the mercy of the raijj. 
roads. The argument that the railway commission would see 
fair play seems not very potent in winning converts west of the 
great lakes. 

The Canadian National is concerned in the dispute as g 
secondary party. When the federal government permitted the 
legislation suspending the operation of the agreement to lapse 
last July the agreement came into full force. The C. PR 
thereupon decided to apply the new rates to the system as it 
existed in 1897 and maintain the normal rates over the remain. 
der of the lines. The Canadian National has duplicated the 
Cc. P. R. rates to meet competition. The result has been wide 
spread discrimination in freight charges from east to west. One 
town, not on the system in 1897, receives a rate much higher 
than a town a few miles away which was on the C. P. R. in 1897, 

The hearing, admittedly, will end in one of two decisions, 
Either the general rates will be forced down to a parity with 
the Crow’s Nest schedules or the agreement will be outlawed 
and freight rates placed under the sole control of the railway 
commission. 

However, it will be a long and costly path to gain a judg. Vv 
ment that will be final, as both sides are prepared to appeal the 
decision resulting from the present hearing. 


Fir 


APPLE RATES SUSPENDED 


The Railway Commissioners for Canada suspended the pro- 
posed increased rates on apples from Dominion Atlantic Rail- 
way stations to Halifax for export. The rates were to have 
become effective September 8, by publication of the Dominion 
Atlantic tariff C. R. C. No. 46, but, following protests by the 
Nova Scotia Shippers’ Association and the Nova Scotia Fruit 


Growers’ Association, the board took the above mentioned action, 
pending a further hearing. 


RATES ON MARBLE 


A rate of 471% cents a hundred on marble blocks, imported 
from Italy, from New York to Chicago, is attacked in Docket 
15898, the Liquid Carbonic Company, Chicago, against the Erie 
et al., heard by Examiner Shanafelt at Chicago, September 17. 

C. E. Harnack, for the defendant, testified as to the use of 
the marble in making soda fountains and said there was a 
greater demand for fountains made of Italian marble, but that, 
with the high freight rate, added to the ocean rate, the cost of 
the marble and the duty, the Liquid Carbonic Company, was 
forced to use domestic marble and, therefore, was not able to 
satisfy the demand. He testified that the domestic marble used 
came from the Vermont region and that the rate from that point 
to Chicago was lower, amounting to 30%4 cents over the differ- 
ential routes. He told of the method of buying marble through 
brokers, the routing provisions of the contracts with them, and 
said his company was now importing marble through New 
Orleans. 

Under cross examination, he admitted that there was a 
lower rate than 47% cents, but that his company had not been 
aware of it at the time of the shipments in question, made 
between December, 1921, and December, 1922. 

H. McIntyre, assistant general freight agent of the Lehigh 
Valley, entered exhibits to show the classification and rates on 
marble. He said that a certain rate which the tariff applied on 
“sand and stone” had been misinterpreted to allow marble to 
travel at a lower charge, and that this accounted for the ap 
parent prejudicial rate at the time, but that it was soon cor- 
rected and few shipments had moved on it. 

C. H. Burgess, for the defendants, made a request that the 
complaint be dismissed with regard to all involved carriers 
but the Canadian National and the Wabash, since those two 


lines were the only ones participating in the tariffs publishing 
the lower rate. 
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PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for July, 
1924, shows 18,047 cars held overtime—a percentage of 07.27— 
as against 19,832 cars for July, 1923—a percentage of 07.50. 


INTERLOCKING DIRECTORATES, ETC. 


Henry Raymond Judah has been authorized to hold the posi- 
tion of director of the Southern Pacific Railroad Company iD 
addition to positions previously authorized. 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c¢ 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 






TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 































Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 





KANSAS 


Se 
fac To ca 
eee 





ATLANTA 
GEORGIA 


Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 





Security Warehouse Company 


to six days in deliveries to SOUTHWESTERN TERRITORY 100,000 Square Feet Floor Space 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS ‘“‘Bankers of Merchandise’ 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOORTH STREET 


A WAREHOUSE STOCK within the territory served, saves one 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
: System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Scope of Review on Appeal: 

(Circuit Court of Appeals, Second Circuit.) While an ap- 
peal in admiralty is a new trial, in which a finding based solely 
on preponderance of evidence is open to review, it does not 
mean that everything found below is held for naught, and the 
decision of an experienced trier of facts, who heard the wit- 
neses, is not to be set aside unless certainty of error can be 
asserted—The Perry Setzer, General Commercial Co. of United 
States vs. Cosmopolitan Shipping Co., Inc., 299 Fed. Rep. 586. 
Loss and Damage to Cargo Held Caused by Peril of the Seas: 

Findings of a trial court that a ship was seaworthy, and 
her cargo properly stowed, and that the jettisoning of part of 
the cargo was justified, and damage to other cargo caused, by 
a cyclonic storm, which constituted a peril of the sea, concurred 
in.—Ibid. 

Duty of Owner of Cargo, with Reference to Unloading of Cargo, 
Stated: 

(District Court, E. D., Michigan, S. D.) The owner of a 
cargo, in absence of agreement to contrary, is bound to exer- 
cise reasonable diligence in furnishing a place for unloading, 
and in causing such cargo to be unloaded promptly after notice 
of its arrival, subject to the usage of the port relative thereto.— 
The James H. Hoyt, Interlake S. S. Co. vs. Cargo of the James 
H. Hoyt, 299 Fed. Rep. 666. 

Owner Not Chargeable with Demurrage During Delay Caused 
by Repairs in Leg of Elevator, While Other Ship Was Being 
Unloaded: 

Owner of the cargo held not chargeable with demurrage 
during delay caused by unloading of another steamer, which 
had reached elevator before ship containing owner’s cargo, or 
by repairs in leg of elevator during such unloading.—Ibid. 
Owner of Cargo Liable for Demurrage for Delay, Caused by 

Elevator Official’s Failure to Make Room for Cargo: 

Where there was space in elevator in which to put cargo 
of corn, but unloading was delayed because of elevator official’s 
failure to employ extra men to shift the grain in the elevator, 


so as to make room for the cargo, the owner of the cargo was 
liable for demurrage.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
Digests of National Reporter 


—-—- taken from Reporters and 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR DAMAGE TO GOODS 


No Recovery for Refusal to Deliver Goods Without Order Notify 

Bill of Lading: 

(Supreme Court of South Carolina.) Where plaintiff’s agent 
erroneously shipped interstate goods to plaintiff by an order 
notify bill of lading, and plaintiff did not give bond to carrier 
or institute an action under bill of lading act, sec. 14 (U. S. 
Comp. St., sec. 8604gg), held, that plaintiff cannot recover from 
carrier for refusal to deliver goods without bill of lading, in 
view of section 42 (U. S. Comp. St., sec. 8604uu).—Moise vs. 
Southern Ry. Co., 123 S. E. Rep. 790. 

Federal Rules and Decisions Controlling on Question of Inter- 
state Shipment: 

Federal rules and decisions are controlling on a question 
of an interstate shipment.—Ibid. 

Claim for Loss Sufficient When Made by Consignee, Although 

Consignor Real Party in Interest: 

(Supreme Court of Minnesota.) A claim for loss in transit 
required by an express receipt is sufficient when made by the 
consignee, although the consignor is the real party in interest. 
—Beltrami Co-op. Creamery Assn. vs. American Ry. Express 
Co., 199 N. W. Rep. 568. 

Evidence Held to Sustain Finding that Delivery Time of Express 

Shipment Was Not Unreasonable: 

Under the facts of this case, particularly the proof concern- 
ing strike conditions, a finding of fact that 16 days was not an 
unreasonable time for the delivery of an express shipment origi- 
nating at Beltrami, Minn., and consigned to New York City, 
cannot be disturbed.—Ibid. 


Reasonable Time for Delivery of Shipment Held Question of 
Law: 


(Circuit Court of Appeals, Second Circuit.) Where the 
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facts were not in dispute, what constituted reasonable time ty 

delivery of shipment by railroad to the consignee held a Ques. 

‘tion of law.—Lazarus et al. vs. New York Cent. R. Co., 299 Fed 

Rep. 599. j 

Action for Non-delivery of Shipment Held Barred by Limitatioy 
in Bill of Lading: 

Where a railroad bill of lading for a single shipment re. 
quired an action for non-delivery to be brought within 2 years 
and 1 day after reasonable time for delivery had elapsed, ay 
action brought 2 years and 40 days after part of the shipmen; 
had been delivered held barred.—Ibid. 


Claim of Shipper for Damages, Though Action Thereon Is Barreg 


by Limitation Under Bills of Lading, May Be Set Off Against 

Claim of Carrier for Freight: 

(District Court, W. D., Washington, N. D.) The claim of 
a shipper for damages, though under the terms of the bills of 
lading action thereon is barred by limitation, may be set off by 
a receiver against claims of the carrier for freight.—First Nat. 
Bank of Chicago vs. Rogers, Brown & Co., 299 Fed. Rep. 609. 
Set-off Against Claim of United States Arising Out of Federal 

Operation Not Barred by Limitation: 

While transportation act 1920, sec. 206 (Comp. St. Ann. 
Supp., 1923, sec. 10071%4cc), bars an action against the agent ona 
cause of action arising out of government operation of the 
railroads in two years after passage of the act, it does not bar 
the right to offset against a claim of the government arising 
out of such operation a demand also arising out of that opera- 
tion, where the right is given by a state statute, as by Pierce's 
Code Wash., sec. 8353 (Rem. Code Wash., 1915 sec. 266.—Ibid. 


RAILROADS ANSWER LA FOLLETTE 


The Trafic World New York Bureau 


In the first formal statement issued by the railroads in the 
present political campaign, Robert S. Binkerd, vice-chairman of 
the Public Relations Committee of the Eastern Railroads, ans- 
wered charges made by Robert La Follette, Jr., and accused him 
of a “species of intellectual dishonesty” in his assertions. 

The railroads have no interest in the current political con- 


troversy except that it shall not be used to convey misinforma- 


tion and untruths regarding the railroad industry, Mr. Binkerd 
said. On this point he said: 


Robert M. La Follette said that the farmers know that freight 
rates are fixed under the transportation act, not on the fixed value 
of the railroads, but substantially on their book values, which include 
all the ‘‘water,”’ etc. Mr. La Follette and the farmers cannot know 
this because it is not true. Young Mr. La Follette must know the 
provisions of the transportation act. He must know that the Com- 
mission found that the value of the railroads at the end of 1919 was 
not less than $18,900,000. He must know that the Commission estab- 
lished rates which it hoped would yield a six per cent return on 
this value. Knowing this, he must know that the railroads as a 
whole have not yet earned even a 5% per cent return upon this value. 

He must also know that this valuation takes no account of the 
fact that since it was made more than two and one-half billions of 
dollars have been invested in new railway facilities, including 590,000 
new freight cars, over 8,009 new, powerful locomotives, and more 
than 8,000 new passenger cars, and on all of this investment the 
railroads have as yet earned no return whatever. 

He_must have read the recent grain rate decision of the Inter- 
state Commerce Commission, in which the Commission found: 

“That, despite a big year in 1923 from the standpoint of traffic 
handled, it does not appear that respondents made a fair return.” 


The statement then takes up the large earnings per share 
on the common stock of a few railroads to which La Follette 
referred. It says: : 

The railroads cited are conservatively capitalized and have a 
large part of this capital in low interest bearing bonds. The result 
is that modest and reasonable earnings upon the value of their physi- 
cal property produce a high rate of return on the small amount of 
outstanding stock. It is inconceivable that young Mr. La Follette 
does not know this, and it is, therefore, a species of intellectual dis- 
honesty to use these facts in such a way as to mislead those who 
have no direct opportunity of knowing the truth. 

The fghird misstatement made by young Mr. La Follette is that 
Canada has reduced agricultural freight rates to pre-war levels, and 
that the Canadian National Railways, under such reduced rates, have 
changed from a deficit of $37,000,000 in 1921 to a surplus of more than 
$20,000,000 in 1923. Under such reduced freight rates the Canadian 
National Railways have never earned a surplus. In 1923 they failed 
by $52,000,000 to earn their operating expenses, taxes and fixed 
charges. In other words, so far as agricultural freight in Canada has 
been reduced toward pre-war levels, it has been at the expense of an 


enormous burden upon the Canadian treasury and the Canadian tax- 
payer. 


LOS ANGELES STATION CASE 


The Trafic World Washington Bureau 


A proposed report will be submitted, as soon as possible, in 
the Los Angeles union station case, the common designation of 
the case created by formal docket No. 14,778, City of Los Angeles 
vs. Los Angeles & Salt Lake et al., finance docket No. 3556 and 
finance docket No. 3569, hearings on which have been held by 
Commissioner Aitchison. The formal docket case is a com- 
plaint invoking the power of the Commission to require cal- 
riers to permit the use of the terminal facilities of one another, 
and where necessary to build connections. The first men 


tioned finance docket is an application by the Southern Pacific 
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for permission to abandon some of its trackage and the other to 
construct new lines, in the execution of its plan to eliminate 
grade crossings and have a joint use of terminals by itself, 
the Los Angeles & Salt Lake, and the Pacific Electric. 

Broadly speaking the formal complaint seeks to compel the 
railroads entering Los Angeles, the Santa Fe in addition to 
those already mentioned to remove grade crossings, and as an 
incident, to construct a union station, the whole cost, ac- 
cording to the railroad estimate, about $45,000,000, the city 
alleging the passenger facilities are inadequate and unsuitable 
and that a passenger terminal can be built in connection with 
the elimination of grade crossings that will save the carriers 
millions and thereby meet the requirement of the iaw for 
economical operation to the end that rates may be made, which 
in the estimatiion of the Commission, will give them a fair 
return on their property. 

The move for grade crossing elimination, the necessity for 
which is not denied by the railroads, was begun in 1916 by 
civic and municipal organizations. The matter was threshed 
out before the California commission and courts. It finally 
reached the Supreme Court of the United States. That tribunal, 
last April, decided that the question involving money expendi- 
ture could be disposed of only by the Interstate Commerce 
Commission, hence the case now in the hands of Commissioner 
Aitchison. 

Briefs on the subject have been filed by George H. Dun- 
lop, for the Municipal League of Los Angeles; Jesse E. Ste- 
phens, city solicitor; Milton Bryan, deputy city attorney and 
Max Thelem, special counsel for the city of Los Angeles; Carl 
I. Wheat, Woodward M. Taylor and Hugh Gordon, for the 
California commission; and A. S. Halsted, Frank Karr, C. W. 
Durbrow, W. F. Herrin, and J. R. Bell for the defendant and 
applicant railroads. The Santa Fe is not a party to the finance 
applications. It denies its passenger facilities are inadequate 
and proposes grade crossing elimination out of current funds. 

The Municipal League, one of the early proponents of the 
unification and elimination plan argues that now is the time to 
act for the elimination of dangerous grade crossings through 
the unification of passenger terminals. It suggests that the 
Commission issue no order, at this time, requiring the establish- 
ment of a union passenger station, but the issuance of an order 
requiring the railroads to submit, in ninety days, a plan for 
the unification of steam railroad facilities in Los Angeles, 
“wth a union passenger depot as an incident thereto.” It sug- 
gests that they be required to submit a plan jointly, but that 
if they cannot agree, then separately. It suggests ninety days 
on the theory that that would be time enough for the railroads 
and the California railroad commission to make such plans, 2s 
much of the preliminary work has been completed. 

The railroads have resisted the move to force them into 
a union passenger station and have proceeded with their grade 
crossing elimination plans on the theory that they could not 
or would not be required to provide a union passenger station. 


? 





Personal Notes 





J. W. Turner has been appointed assistant general agent 
of the Texas & Pacific, with headquarters at Shreveport, La. 

James L. Coleman has announced his resignation as gen- 
eral attorney for the Santa Fe, and the opening of a law office 
at Chicago. 

J. W. Hibarger has been made commercial agent of the New 
Orleans Great Northern at Louisville, Ky. 


N. J. Brennan has been appointed division freight agent of 
the Michigan Central at Detroit. 


Frank E. Glass has been appointed freight representative 
of the Nickel Plate at Chicago. 


Charles F. Beach has been appointed general agent of the 
San Francisco-Sacramento at Detroit. 

William T. Stupp has been appointed general agent of the 
Michigan Central at Toledo. Harold Miller has been made 
traveling freight agent at Philadelphia. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Minneapolis will hold its twelfth annual 
banquet at the Nicollet Hotel, November 25. 





The Milwaukee Traffic Club members and their wives took 
a trip from Milwaukee to Grand Haven, Mich., aboard the Penin- 
sula & Northern Navigation Company’s S. S. “United States” 
September 13. The club will hold its first “ladies’ night” of 
the fall season October 13, when T. J. Norton, assistant general 


solicitor of the Santa Fe, will speak on “The Business Man and 
His Country.” 





The Traffic Study Club of Akron will hold its first meeting 


of the fall season September 22. Election of officers is sched- 
uled to take place. 
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The Transportation Club of St. Paul met September 17 at 
luncheon. Hannaford McNider, former commander of the Amer. 
ican Legion, was the speaker. The members were entertained 
by the Beaver Dam, Wis., American Legion Band. 





The Traffic Club of Kansas City met at luncheon September 
16. H. D. Lee, president of the H. D. Lee Mercantile Company, 
was the guest of honor and conducted the club members on a 
tour of inspection of his company’s plant. 





The Transportation Club of Louisville will hold its fall meet- 
ing and dinner September 25. Colonel W. A. Colston, vice-presi- 
dent and general counsel of the Nickel Plate, will speak on 
“Getting Together in Public Interest.” 








The Transportation Club of Decatur held its “Illinois Cen. 
tral Night’ September 11. A number of Illinois Central officials 
were present and a large crowd heard President C. H. Markham 
speak on private ownership of railroads. He said that roads 
owned privately were superior to those under government own- 
ership in the three accepted tests of railroad efficiency—low 
rates, high wages for railroad’ employes, and satisfactory earn- 
ings for railroad investors. He told of the cost of. government 
operation of the roads and pointed out that the great burden 
of taxes now paid by the carriers would be shifted to the shoul- 
ders of the people. He said that, in countries where govern- 
ment ownership was in effect, there was a growing desire to 
change to private ownership. He ended, after pointing out that 
the farmer would gain nothing by supporting the campaign for 
government operation, since it was improbable that freight rates 
would be reduced under the system. 





The Shreveport Traffic Club met at luncheon September 15, 
President J. N. Campbell spoke, urging that action be taken 
to join the Associated Traffic Clubs of America. The matter 
was referred to a committee, to be reported on at the next 
meeting. W. A. Anderson of the Shreveport Lumber Company 
spoke on co-operation between the public and the railroads. 
He pointed out the importance of the railroad industry and 
the dangers of attempting to change the transportation act at 


this time, even though parts of it might not be wholly ap- 
proved. 





The Traffic Club of Kansas City will meet at luncheon 
September 23. A. Hartley O’Connor, district secretary of the 


Kiwanis Clubs of Missouri, will have as the subject of a talk, 
“Take a Chance on a Free Meal.” 





The Traffic Club of St. Louis will hold the first of its weekly 
luncheons and meetings, of the fall season, September 22. 





The Traffic Managers’ Division of the Manufacturers’ Club 
of Mansfield, O., met recently and entertained a number of 
railroad officials. For the guests who arrived early in the day, 
a golf tournament was held in the afternoon. R. S. Parsons, 
vice president of the Erie, spoke in the evening, the title of his 
talk being “Stop, Look and Listen.” He said it was to be on 
the subject of “safety first,’ but in the sense of a warning 
against tampering with present railroad legislation, and he 


pointed out the dangers of being too credulous of statements 
from the magogues, 


——— \ 
—/RAILROAD CONSOLIDATIONS \. 


The-Trafic World-New—York-Burcau 
ell-defined reports, though without official confirmation, 

are current in New York that the Pennsylvania Railroad is 

seeking control of the Norfolk & Western Railway Company 

through the purchase of common stock rather than by lease, as 

was contemplated several months ago. Announcement was 

made this summer that the two committees of the roads, formed | 
to consider possible leasing terms, had abandoned further meet: 

ings for several months. 

It is understood that two propositions were made, both in- 
volving the purchase of Norfolk & Western stock and the for- 
mation of a new coal company. The first was that payment 
for the stock should be made in six per cent bonds, with one- 
fifth of a share in the new coal company for each share of 
Norfolk & Western now held. The price of the Norfolk & 
Western shares would be $150 each. 

Another proposal included the payment of a 20 per cent 
dividend and guaranty of eight per cent dividend on Norfolk 
& Western stock and one share in the new coal company for 
each share of Norfolk & Western now held. 

The Pennsylvania is now a large stockholder in the N. & 
W. On December 31, 1923, the value of these holdings was 
$38,757,700, and at present market prices would be about $50, 
000,000. 

Recent reports that the Delaware, Lackawanna & Western 
Railroad Company is involved in the merger plans of the Van 
Sweringens or any other system have been denied by President 
W. H. Truesdale. 


“The Lackawanna is going into no system,” he said. 


Jraffen Yfarta 


Lf 
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The Supreme Judges 
of Tire Value 
Choose Federals 


No buyer of tires takes any more care 
to check tire results than the flect 
operator. His modern cost account- 
ing methods have taken all the guess 
out of tire performance. He is the 
supreme judge of tire value. 


When tires are bought on results alone 
Federal Blue Pennant Truck Cords 
are chosen as standard equipment. 
Fleet operators in many sections of 
the country show by comparative fig- 
ures that Federals with their broad, 
non-skid tread and extra heavy side 
walls give them the most all round, 
care free service they can possibly buy. 


Whether you run one truck or fifty 
you can’t afford to overlook the 
judgment of these large tire buyers 
whose impartial tests show Federals 
save money. 


There is a Federal Authorized 
Sales Agency Near You 


S| AuTHoRIZeD Si “GALES AGENCY 


| FEDERAL 


survice LT TRES | 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bill of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 


From New York Westbound Eastbound from San Francisco Los Angeles 
S.S. Kroonland Oct. 2 S.S. Manchuria Oct.11 Oct. 13 
S.S. Finland Oct. 16 S.S. Kroonland Oct. 25 Oct. 27 


S.S. Manchuria Nov. 6 S.S. Finland 
and regularly thereafter 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore —Chamber of Commerce Bldg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents —Pacific Steamship Company 
Los Angeles -San Francisco -Oakland --Portland —Seattle—Tacoma 


Nov. 8 Nov. 10 


pACIFICN 


Gy A nisBeAn 


ULF LI 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 


and 
Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Sailing from Mobile—From New Orleans 











SS. CAROLINAS.......... Sept. 17 Sept. 24 
MS. FRANK LYNCH ..... Oct. 4 Oct. 11 
SS. POINT LOBOS ....... Oct. 18 Oct. 25 


Through bills of la ued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch D Suteh Ee East Indies, for for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Perts to Mexico, Cuba, Porte 
Rice, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bidg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St.,San Francisco, Cal. New York City 
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BROTHERHOOD RAILWAY CASE 


The Trafic World Washington Bureau 


“The withholding of the certificate in this proceeding can 
spell nothing except that the Commission has joined a partner- 
ship with the C. & O. in oppression,” says James W. Carmalt, 
attorney for the Coal River & Eastern Railway Co. (the Brother- 
hood of Locomotive Engineers venture into the management 
field of transportation) in exceptions to the examiner’s pro- 
posed report in finance docket No. 3472. The examiner has 
recommended denial of a certificate permitting the Coal River 
& Eastern to operate as a common carrier in interstate com- 
merce, notwithstanding, as Carmalt points out, his report says, 
“it is believed that sufficient showing has been made to warrant 
a conclusion that the line should be operated in interstate 
commerce.” 

Denial was recommended because, among other things, there 
might be a violation of the commodities clause of the inter- 
state commerce law and because by operation of the tracks 
composing the line of the Brotherhool railroad, by the Chesa- 
peake & Ohio, there might be economies of operation. Carmalt 
pays his attention chiefly to those points, disagreeing with the 
policy indicated for the Commission by the examiner, in a 
pointed way. 

Mr. Carmalt says the very able analysis of the facts of 
record which has been made by the examiner brings out in bold 
relief the proposition that the conclusions which he proposes 
“are at variance with the facts found, with the issues involved, 
and with the decisions of the Commission and the Supreme 
Court of the United States.” 


Three exceptions are stated and discussed by the attorney. 
They are: 


1. Exception is taken to the proposal that a total value of the 
property here under consideration be found in this proceeding. 

2. Exception is taken to the proposed conclusion that a certifi- 
cate should not issue to this applicant because of a possible violation 
of the commodities clause of the interstate commerce act that may 
result from operation by the applicant. 

8. Exception is taken to the policy that the examiner proposes 
be adopted by the Commission, of withholding certificates of this 
character as suggested on page 14 of the report in the following 
language: ‘‘In such a. case a certificate should be issued only after 
eve reasonable effort has been exhausted to procure the required 
facilities of service from the trunk line carrier.” 


As to the financial aspect of the matter, Mr. Carmalt said 
complete evidence as to the financial phase of the subject had 
been laid before the Commission in finance docket No. 3471 
and only such part as was pertinent in a case pertaining to 
an application for a certificate permitting operation had been 
submitted in this docket. ‘Therefore, he suggested that the 
examiner’s report in this case be changed so as to state that 
evidence as to the valua of properties was more fully before 
the Commission in No. 3471 and that its conclusions thereon 
would be announced in that docket. Criticisms submitted by 
the Chesapeake & Ohio in this case were discussed, but the 
other phases of the docket, apparently because of greater perti- 
nency, were discussed at greater length. 

As to the commodities clause, Mr. Carmalt said the plan 
of the promoters was worked out with full knowledge of the 
limitations placed upon carriers by the commodities clause and 
that the organization “involves no possible question under that 
section of the law.” 

“The railroad owns no interest, direct or indirect, in any 
industry or commodity which it will serve or transport,” con- 
tinues the argument. “It owns no coal lands, nor leases any, 
and no industry owns a control of its securities.” 

The argument in support of the exception discusses the 
cases arising under the commodities clause and in addition it 
recites the history of abuses which caused its enactment, the 
central fact being the engaging of railroads in the coal business 
in such a way as to have their operations amount to rebates 
from their published rates, and the oppression of others in 
the coal business, as a result of those rebates. Among other 
things, Mr. Carmalt points out that the inhibition of the clause 
is against the carrier, and not against an industry, the fact 
being that an industry’s right to have transportation facilities, 
he pointed out, was deliberately recognized by Congress. In 
addition the law requires carriers to make use of facilities of 
shippers. That compulsion, he said, was put into the law be- 
cause carriers assumed, arbitrarily, to determine the mines and 
industries they would serve, refusing to build extensions to 
reach certain mines and industries while freely affording both 
facilities and service to those in favor with railroad manage- 
ments. He asserted the Chesapeake & Ohio had been one of 
the most flagrant offenders in pursuance of that arbitrary policy. 
He said the Commission had recognized, in a number of cases, 
that that road had not done what it should have done and 
required it to extend its district coal rate to mines served by 
short lines, and cited Consolidation Coal Co. vs. C. & O., 60 
I. C. C. 763; Coal from Sewell Valley stations, 58 I. C. C. 261, 
59 I. C. C. 693, and 62 I. C. C. 348; Nelson Fuel Co. vs. C. & O., 
83 I. C. C. 737; Green Rock Coal Co. vs. Director-General, 69 
I. C. C. 175; Kanawha, Glen Jean & Eastern vs. Eastern, 41 
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I, C. C. 58; 58 I. C. C. 261; and Kanawha Black Band Coal (y, 
vs. C. & O., 78 I. C. C. 429, in support of that allegation. Hy, 
also pointed out that the Commission had authorized other 
short lines, promoted by industries to serve their commodities 
and wanted to know why this applicant should not be permitteq 
to do the same. He also directed attention to extensions the 
C. & O. had made of its own accord. Mutuality of stockholding, 
he pointed out, was not forbidden by law. 

The Coal River & Eastern, he said, had a property which 
under the laws of Virginia and the Constitution of the Uniteg 
States it had a right to operate, unless it could be clearly shown 
that its operation as a carrier in interstate commerce was no} 
in the public interest. 

Commenting on the examiner’s suggestion that if the pro 
posed line were operated by the C. & O. as a branch line there 
might be economies of operation, Mr. Carmalt said he failed 
to suggest means to bring about such an arrangement or any 
power that the Commission could exercise in its accomplish. 
ment. He said the suggestion was devoid of testimony to sup- 
port it, and on the present state of the record, offered no reason 
for withholding the certificate. He added the suggestion afforded 
no relief to shippers om the line in the matter of taking up 
the capital costs incident to the extension of common carrier 
service. 

“The suggestion of the examiner last cited (that of C. & 0, 
operation) presents a wholly new and unique policy for the 
Commission’s consideration,” says the argument. “The ex. 
aminer proposes to withhold a certificate until the C. & 0, 
shall have decided to buy or otherwise arrange for the opera- 
tion of this railroad. This is suggested, forsooth, because 
Congress has entered upon a policy of consolidation of rail- 
roads to effect economies of operation. This is not the gen- 
erally accepted theory of the purpose of the consolidation 
amendments contained in section 5 of the act. The announced 
purpose of the consolidation clause was rather to control more 
effectively the administration of the rate-making provisions 
of the law.” 

As to the suggestion of possible violation of the commodities 
clause, Mr. Carmalt said that that was a proposal to use para- 
graph 18 of section 1 as a means “to avoid the Commission’s 
obligation and duty, in the administration of other provisions 
of the act, by refusing to permit this carrier to subject itself 
to the interstate commerce act.” Doubtless, he added, the C. 
& O. operation of its- railroads would be more economically 
conducted if it had no branch lines at all, but he suggested it 
would have difficulties of obtaining traffic without them. He 
said the traffic made available to the C. & O. by the operation 
of the applicant’s line was greater than that of all of the sub- 
branches of its Coal River division combined and any small 
economies of operation paled into insignificance in comparison 
with the tremendous traffic benefits that serve by the added use 
of its present facilities to cut the unit costs of /operation of 
the entire line of that carrier. 


RAIL OWNERS START DRIVE 


The Trafic World New York Bureau 

Railroad security owners have started their drive against 
legislation which they believe will be introduced at the next 
session of Congress in December and which they think will 
be detrimental to the best interests of the railroads. The or- 
ganization committee of the Railroad Owners’ Association held 
a meeting Wednesday in the offices of the Chicago, Milwaukee 
& St. Paul to prepare the way for enlisting the co-operation 
of security holders in all parts of the country. 

Floyd W. Mundy, of James H. Oliphant & Co., chairman 
of the committee, presided at the session. J. D. Shatford,, 
originator of the stockholders’ committee, was one of those / 
present. It was said that the organization would be kept sep/ 
arate from the railroad committees. f 

FREIGHT HANDLING PROBLEM 
The Trafic World New York Bureau 

Methods for improving handling of bale goods by eliminating 
damage done by hooks were discussed by steamship men, im- 
porters, longshoremen, stevedores and representatives of ship- 
pers, at a meeting held Wednesday, at the offices of the New 
York Board of Trade & Transportation, in New York. Im- 
porters complained of serious losses. Albert Helmrath, presi- 
dent of the Goat & Sheepskin Import Co., and also president of 
the Hide & Skin Importers’ Association, presided. 

The result of the conference was a decision to appoint a 
committee to take up with the longshoremen’s union the matter 
of more careful treatment and co-operation with the importers. 

Among the speakers were Leo Arnstein, of J. H. Rosbach & 
Bro., for the hide and skin interests; Secretary Brun, of the 
green coffee interests; Secretary E. B. Christy, of the spice 


trade; and vice-president Dempsey of the longshoremen’s union. 
Practically all of the steamship lines were represented. 
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MEMPHIS, TENNESSEE. 


Mr. Manufacturer :— 


All indications point to a bumper cotton crop, which 
in turn, means prosperity to all. We are fully pre- 
pared to warehouse and distribute your merchandise 
at reasonable rates—without delay. 


STORAGE 


MERCHANDISE - HAY - GRAIN - AUTOMOBILES 


A pleasure to answer any inquiries 


MEMPHIS TERMINAL CORPORATION 


General Offices: 10th Floor, Falls Bldg. MEMPHIS, TENN. 
MEMBER—AMERICAN WAREHOUSEMAN’S ASSOCIATION 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront oe ayy dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 


and wide knowledge will answer Lye relating to practical traffic 


problems. We do not desire to the place of the traffic man but to 
help him in his work. 


e right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


ddress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Rates—Application of Follow-Lot Rule 

Alabama.—Question: Billing covering two cars of ma- 
chinery moving from point A to point C, movement is subject 
to overflow rule wherein overflow from ‘first car is subject 
to the carload rate and actual weight, one 40 ft. and one 36 
ft. car was ordered for this loading. 

The first car was loaded considerably over the carload 
minimum weight, second car containing only 9,000 pounds. 

Upon our instructions, cars were stopped short’ of destina- 
tion and returned to point of origin and freight charges were 
assessed on both cars at actual weight and carload rate from 
point of origin to point of stoppage and return. 

The rate to point at which machinery was stopped is not 
subject to overflow rule and we should like to know whéther 
or not freight charges should be assessed on this overflow 
car at the minimum carload weight and carload rate. 

Answer: Inasmuch as the shipment did not move to the 
destination to which it was originally consigned, the rate ap- 
plicable to the point at which it was stopped in transit must 
be applied on the shipment. If this rate is not subject to the 
overflow or follow-lot rule charges on that part of the shipment 
loaded in the second car must be assessed at the less than car- 
load rate and at actual weight. See United Verde Extension 
Mining Co. vs. D. G., 59 I. C. C. 483; Crown Columbia Paper 
Co. va. P. R. R. Co., 44 I. C. C. 495. 

However, the publication of a rate to the point to which 
the shipment was originally consigned subject to the follow- 
lot rule while at the same time a rate is carried to an inter- 
mediate point which is not subject to the rule constitutes a 
fourth section violation, if higher charges on shipments con- 


signed to the intermediate point result from the publication of 
such rates. 


Limitations—Period Within Which Carrier May Recover Trans- 
portation Charges 

Canada.—Question: Will you kindly advise if the Inter- 
state Commerce Act in the year 1919 carried the three-year 
clause restricting the carriers to three years in which to collect 
their undercharges. If not, will you kindly advise the effective 
date of legislation restricting the carriers to three years? 

In the year 1924 if the consignees in error paid an under- 
charge bill four years old, would they have legal grounds to 
recover from the railways, owing to the fact that the collection 
was illegal owing to the expiration of the three year period. 

Answer: The three-year provision within which an action for 
the recovery of its charges must be brought by a carrier was in- 
corporated in the act on March 1, 1920. Prior to that date 
there was no federal statute of limitations covering such ac- 
tions and the statutes of the several states, therefore, gov- 
erned. 

A statute of limitations constitutes, ordinarily, only a de- 
fense to an action and to be available must be pleaded by the 
party relying thereon in an action brought against that party. 
Therefore, no recovery could be had of charges paid after 
the three year period within which a carrier must institute 
suit, for the reason that the shipper, in paying the undercharge, 
has waived the defense which the statute accords him. 
Rates—Commodity Rates Limited in Application to Terms 

Thereof Respecting Form of Shipment 

Canada.—Question: Generally speaking, when a commodity 
tariff authorizes a special rate when shipped in boxes, it is 
perhaps reasonable to assume that shipments in bags would 
not be entitled to the same rate, owing to the fact that ship- 
ments in bags are classified higher than shipments in boxes 
in the Rule of Progression as shown in the Consolidated Clas- 
sification. However, if the commodity tariff quotes a rate 
on bags would there be any objection, generally speaking, to 
the application of this rate on shipments in boxes because, as 
you will note in this case, the packing is better and the con- 
sequent liability to damage is less. 

Answer: Unless, under the provisions of a tariff, there is 
provision for the application of the rates shown therein on a 
commodity or commodities when shipped in certain containers 
to those articles when shipped in containers not specifically 
provided for, the rates in that tariff may not be applied on the 
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article when shipped in the unauthorized container. The fact 
that the unauthorized container constituted a better containe 
goes only to the question of what rate should be established o, 
the article when packed therein and not to the question of wha; 
rate to apply, in the absence of a tariff provision authorizing 
the use of such container. See Gottron Brothers Co. vs. P. RR 
Co., 28 I. C. C. 38 (46), and Cruthfield, Woolfolk & Clore ys 
F. B. C. Ry. Co., 28 I. C. C. 274. See also, in this connection, 
our answer to Tennessee on page 1300 of the May 17, 1924, Traffic 
World under the caption ‘“‘Classification Rules—Application of 
Penalties, and Question Whether the Penalty Ratings Provided 
Constitute a Specific ‘Holding Out’ of Such Rates so as to 
Authorize Tender of Shipments Subject Thereto, and Whether 
Rule 5 Confers Upon the Shipper the Right to Demand Accept. 
ance at Such Rates.” 
Rules Governing Return of Exhibits at Expositions and Fairs 
lowa.—Question: We shipped three tractors for exhibit at 
a county fair near here and while on exhibit there one of them 
was sold and shipped to customer direct from the exhibit 
grounds. The other two were returned to point of shipment. 

We maintain that we should get these two tractors returned 
free of freight charges as per E. B. Boyd’s tariff No. 145 1. C. ¢, 
U. S. No. 2. 

The railroad company maintain that inasmuch as one of 
these tractors was sold that no part of the shipment can be 
returned free, as they consider this a change of ownership, as 
per rule 1 on page 5 of the above mentioned tariff. 

We maintain that inasmuch as the tractors, which were 
returned to point of shipment, did not change ownership this 
rule would not apply to same. Will you please advise us 
whether or not we are correct? 

Answer: So far as the provisions of the tariff in ques- 
tion are concerned, there does not seem to be any basis for 
the carriers’ contention that the two machines are not entitled 
to a free return movement by reason of the fact that one of 
the three machines which yere included in the original ship- 
ment to the fair was sold. The applicable provisions of Agent 
E. B. Boyd’s I. C. C. U. S. 2 reads as follows: 


Articles (except automobiles, aeroplanes, horses used for races, or 
bucking contests. or trained horses or other animals used for other 
than exhibition purposes) for exhibition at expositions or fairs held 


under public auspecies (See Note A) will be transported subject to 
the following rules: 


ist—When exhibited at one exposition or fair, and then returned 
to point of origin (see Note B), articles will be carried as far as 
relates to lines parties to this tariff, at full tariff rates going and 
free returning, if returned within 30 days after the close of the ex- 
position or fair at which they are exhibited, and the bill of lading 
therefore is accompanied by certificate of the Secretary of such ex- 


position that such articles were exhibited and have not changed 
ownership. 


Note A—These rules will not apply on articles moving to or from 
expositions held by manufacturers, dealers of associations for com- 
mercial or trade purposes. 


Note B—Return movement must be via the same railroad as the 
initial movement. 
Limitations—Actions for Reparation 


Indiana.—Question: On December 22nd, 1920, we shipped 
car fire brick to Paducah, Ky., using combination of two com- 
modity rates. Paid freight bill dated December 30th, 1920. Car 
was overcharged and a claim for overcharge filed, which was 
paid July 14th, 1921. 

After more than two years carriers discovered there was 
a through class rate in effect and compelled us to pay freight 
on through class rate basis. We demurred because we had no 
recourse as two year period as fixed by the act and Wolf deci- 
sion had passed. 

We held papers until three days after Senate Bill S-2704 
became effective and filed with the Commission for reparation. 
Commission advises cannot handle account not filed in time and 
that our claim is covered by paragraphs b and d. We con- 
tended the amendment was intended to be retroactive to take 
care of cases of this kind and we were entitled to application 
of paragraph h. 

Had carriers declined our claim or demanded refund be- 
fore expiration of two years we could have obtained reparation 
through Commission, as they have repeatedly ruled for protec- 
tion of combination of two commodity rates as against through 
class rate. Your opinion will be appreciated. 

Answer: The provisions of Sections (b) and (d) of Par- 
agraph 3 of Section 16 of the Act, in our opinion, govern in 
the instant case and therefore, a complainant before the In- 
terstate Commerce Commission is barred at the present time. 

The provisions of section (h) of paragraph 3 of Section 16, 
under which certain actions can be maintained at the present 
time as to past shipments, relate to claims for overcharges and 
not to the recovery of reparation for account of the exaction 
of unreasonable rates. 

Storage-in-Transit Where Back-Haul Necessary 

Massachusetts.—Question: Will you kindly advise us whether 
or not a storage-in-transit privilege which involves a back- 
haul from transit point is ever granted by a carrier? Please 


cite any case before the Commission where the above situation 
has been considered. 
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gox Westbound Shippers, Attention! fax 


Keep Competition on the Great Lakes 





It Insures Dependable Service 
ROUTE VIA 


Minnesota-Atlantic Transit Co. 


DULUTH, MINN. 
“THE McDOUGALL LINE” 





Write for rate folders and tariffs 


NEW YORK _— ST. PAUL MINNEAPOLIS DULUTH 


NEWPORT NEWS, VIRGINIA 


Steamship service to all important foreign and coastal ports. 


Closed piers for merchandise traffic; open piers for delivery of bulk freight from 
ship direct into railroad cars; million bushel grain elevator. 


Storage available for practically unlimited quantity of export and import traffic 
of all kinds, at lowest rates. 


Fast and dependable freight service with minimum freight rates to and from 


all interior points. 
Ideal industrial sites available with ample, competent and abundant labor supply. 


Handsome illustrated booklet will be sent free on application. For full informa- 
tion address: 


NEWPORT NEWS CHAMBER OF COMMERCE, 


F. M. WHITAKER W. L. DIVINE 
Vice-President, in charge of Traffic, C & O Ry. Co. Foreign Freight Agent, C & O Ry. Co. 
Richmond, Va. 299 Broadway, New York City 
Also Newport News, Va. 
R. H. VAUGHAN MR. H. P. HATHAWAY 
Ass’t Gen’! Freight Agent, in charge of Through Traffic, C & O Ry. Ass’t Gen’! Freight Agent, C & O Ry. Co. 
Cincinnati, Ohio Chicago, III. 
or any C & O Traffic Reprezentative 
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Answer: St. Louis-S. F. of Texas I. C. C. Nos. 192 and 211 
provide for storage in transit at points where back-hauls are 
necessary. There are no doubt tariffs of a like nature pub- 
lished by other carriers. 

See Boston Wool Trade Association vs. A. & S. Ry. Co., 
64 I. C. C. 365 (387), in which case the Commission considered 
the matter of back-hauls with respect to storage of wool. See, 
also, in connection with the general question of back-hauls, the 
following cases: F. W. Stock & Sons vs. L. S. & M. S., 31 
I. C. C. 150 (153); Lake Charles Rice Milling Co. vs. L. W. R. 
Co., 69 I. C. C. 508 (513); Thomas Cotton Co. vs. I. C., 63 I. C. 
C. 89; Amendt Milling Co. vs. N. Y. C., 63 I. C. C 230 
Freight Charges—Liability of Consignee for Freight Charges 

Supposed to Have Been Prepaid 

Maryland.—Question: Your answer to “New York” on page 
426, of The Traffic World of August 23, 1924, under the above 
caption. 

A shipment was forwarded collect to a non-agency station, 
or one requiring prepay, and delivered by the carrier. An 
effort was made to collect charges, which both shipper and 
consignee refused to pay. 

Regardless of whether the bill of lading read—‘To be pre- 
paid” or “Collect,” would not the decision in the Advance 
Charge Case prevent suit against the consignee for the collec- 
tion of these charges, since the tariff showed the destination 
to be a prepay point and consignee would assume-that charges 
were prepaid? 

Answer: We do not believe that the decision in the Ad- 
vance Charge Case would apply to the facts you set forth for 
the reason that, while it is usual for a carrier to require the 
prepayment of freight charges on shipments consigned to a 
non-agency station, the carrier is not required to collect charges 
in advance on such shipments, and, therefore, there can be 
no legal presumption that such charges have been paid. 

Demurrage—Circus Movements 

Kentucky—Question: Is the following equipment subject to 
storage or demurrage charges while held on tracks of carrier 
pending performances of one week’s period? 

Carnival (show or amusement) moved from A to B at 
rates named in tariff covering the specified movement. Cars 
placed on carrier’s tracks for unloading and reloading after 
the week’s performances were over. After reloaded same 
moves from B to C, same tariff covering the move. The tariff 
issued covers nothing except the movement of this specific car- 
nival and does not state that the equipment or effects are 
subject to either storage or demurrage. However, the only 
question is: Is the equipment (which is privately owned by the 
carnival people) subject to storage or demurrage charges? 

Answer: While such traffic is not specifically excepted 
from the application of the rules therein by the Uniform De- 
murrage Tariff, it does not seem to be contemplated, under 
the handling which is accorded such movements and the man- 
ner in which the charges thereon are published, that the cars 
included in a circus movement are subject to either storage or 
demurrage charges. See, in this connection, Coma vs. St. L- 
S. F. Ry., 74 I. C. C. 400, from which you will observe that it 
is not a determined fact that such movements are subject to 
the jurisdiction of the Interstate Commerce Commission. 

Apparently, an exception should be placed in the demurrage 
tariffs, for if a circus movement is subject to the provisions 
of the: interstate commerce act it is subject to the provisions 
of the demurrage tariff, even though cross reference is not 
made in the tariff carrying the charges to the demurrage tariff, 
See Conference Ruling 276. 

Equalization of Mileage on “Cars Returned from Loading Point 


to Home Point for Repairs” 


Montana.—Question: We would appreciate your opinion re- 
garding the following matter: We have leased tank cars from 
a tank car company on a monthly rental basis, the tank com- 
pany allowing us credit for the mileage earned by the cars. 
In billing some of these cars to the field for crude petroleum, it 
has happened that several of them have been discovered in 
an unsafe condition for loading, upon arrival at the field, and 
were returned to Great Falls for repairs. On this return move- 
ment from the field to Great Falls, the railroad company have 
assessed and collected the rate of 14 cents per mile as provided 
in the Western Classification. We have filed claims covering 
these charges and contending in support thereof, that the 
charges should not have been collected from us, but should 
have been referred to the tank car owners and adjusted, as 
provided by the equalization rule published in B. T. Jones’ tariff 
No. 7-C. 

The railroad company do not agree with us on this point 
and refuse to allow our claims or discontinue collecting the 
charges. Perhaps you can quote some Interstate Commerce 
Commission cases covering this point, or a decision of some 
court. 

Answer: The provisions of the mileage allowance and 
equalization tariff do not specifically define what movements 
are subject thereto, but merely state that certain empty car 
movements are subject to tariff rates. See paragraph (b) of 
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section 3 of rule 11 and paragraph (b) of rule 10. The ite 
first referred to provides, among other things, that regular tari 
rates must be charged on new cars being returned empty from 
loading or home point to original point of manufacture, While 
the second item provides in part that no mileage will be paid 
for movements of empty cars for which charges are assessed 
under freight car tariffs, which excepted movements are defined 
in paragraph C of rule 10. 

Neither of these provisions, which are the only Ones jp 
the tariff which are in any way relative to the instant Case 
are applicable. The movement referred to does not, as we 
see it, fit the description of the cars covered by paragraph (b) 
of rule 11, nor of paragraph (b) of rule 10. 

Therefore, inasmuch as the provisions of paragraph (b) of 
rule 11 do not except “cars returned from loading point to home 
point for repairs,” such cars are, apparently, under the applica. 
tion of rule 10, entitled to movement without charge. 

So far as we can determine, the Commission has not ruled 
on this question. 

Long-and-Short-Haul Violation—What Constitutes 

Pennsylvania.—Question: We have shipments of cocoanut 
oil moving from Tioga Street, Philadelphia, Pa., which is a Phil. 
adelphia station, as carried in P. R. R. GO I. C. C. 10000 to 
Providence, R. I., and Boston, Mass., upon which we are 
charged a fifth class rate of 30% cents per 100 pounds. 

In P. R. R. GO I. C. C. 13804 there is carried a rate of 
28% cents per 100 pounds on cocoanut or copra oil from Ports. 
mouth, Va., to Providence, R. I., and Boston, Mass. This move. 
ment from Portsmouth, Va., must pass directly through Phila. 
delphia, Pa. 

Are we entitled to this rate of 28% cents per 100 pounds 
from Philadelphia, Pa., in view of this lower rate carried from 
Portsmouth to both destinations, in view of the fact it con- 
stitutes a fourth section violation? If so, are we entitled to 
reparation on past shipments from and to these points? 

The Pennsylvania Railroad has ruled that, while Tioga 
Street constitutes a Philadelphia station, it is not strictly in- 
termediate in connection with movements from Portsmouth to 
Providence and Boston. 

Have you any decisions covering similar cases? 

Answer: We do not locate an opinion of the Commission 
directly in point. However, see American Coal Co. vs. B. & 0, 
14 I. C. C. 127 (130), and 17 I. C. C. 149 (156). In these cases 
the Commission holds that the publication of lower rates from 
mines more distant from a certain territory of destination than 
mines located on lateral lines nearer the destination territory 
did not constitute an absolute violation of the fourth section, 
but that, for all practical purposes, mines located on the lateral 
lines were intermediate to the more distant mines. 

Whether, in the instant case, there is an absolute violation 
of the fourth section is a question of fact to be determined from 
a consideration of the routes over which the rate from the 
more distant point is applicable. If not, it is possible that the 
principle of the above referred to case will govern in the present 
instance. 

However, with respect to the question of reparation, the 
mere proof of a violation of the fourth section is not ground 
for an award of reparation. See Iten Biscuit Co. vs. C. B. & Q, 
50 I. C. C. 724. 

Damages—Measure of 

Canada.—Question: On October 25, 1923, a carload ship- 
ment of canned fruit was made to us by an eastern Ontario 
canning company. The actual weight of this shipment was 
22,650 pounds; the minimum weight applicable was 24,000 
pounds, and it was on this weight that charges were based. 
On arrival at destination, we found shortage of 11 cases of 
apples existing and in due time filed claim to cover, basing 
same on cost of goods to us at point of shipment, plus freight 
charges from point of shipment to destination. Carrier pays 
that portion of claim covering loss, but refuses payment of 
freight charges, their letter reading in part as follaws: “The 
overcharge of $4.50 is respectfully declined, as the car in ques 
tion was billed at a minimum of 24,000 pounds, and we, there 
fore, cannot refund any amount account of overcharge in weight 
or even loss, as the total amount of the shipment only weighed 
22,650 pounds.” 


Kindly advise if, in your opinion, carrier is justified in 
declining claim on above ground. 

Answer: In our opinion, the carrier is correct in its con 
tention that you are not entitled to recover the amount of $4.50 
as overcharges on the shipment by reason of the shortage of 
11 cases. This for the reason that, as the carrier states, the 
charges on the shipment must be based on a minimum of 
24,000 pounds, unless, of course, the less-than-carload rate at 
actual weight would make a lower charge. 

However, if the origin value is used in the settlement of 
the claim, freight charges which have been paid on the dam 
aged portion of the shipment should be refunded, as the deduc- 
tion of the freight charges from the destination value, where 
that value is used, is based upon the ground that the shipper 
should not have the advantage of the increased value of the 
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goods due to the transportation. Conversely, where no benefit 
accrues to the shipper from the transportation of goods, freight 
charges should not be paid thereon by him. 


Interest On Overcharge Barrel from Payment Under Wolf Case 
Revived by Amendment to Paragraph 3 of Section 16 of 
the Act 
Minnesota.—Question: We are in receipt of the following 

advice from a carrier in this territory: 

“This -will serve as notice of interest reduction on claims 
presented on shipments delivered during the period from March 
1, 1920, to June 7, 1922, which were previously considered as 
outlawed under the “Wolfe” decision and have been revived 
under Senate Bill 2704 of June 7, 1924, amending the trans- 
portation act. 

“On such shipments we can only allow interest to time of 
payment, dating from June 7, 1924. This is in accordance with 
ruling of our legal department, who have passed upon the 
question. 

“Kindly be governed accordingly.” 

Can you advise if the carriers have any foundation upon 
which to base this procedure, or do you think it is merely an 
arbitrary action to force claimants into suit, if they desire to 
recover interest due them on overcharge claims during the 
period mentioned? 

Answer: It is our opinion that, as to overcharge claims 
which were presented within the two-year period, the carrier 
can be required to pay interest from the date of the collection 
of the overcharge until the date of payment of the charge. ‘This, 
for the reason that the carrier by its act or omission in with- 
holding payment during the statutory period. of two years within 
which, under the Wolf decision, such a claim could be paid, 
has withheld, without lawful excuse, during the time elapsing 
between the collection of the overcharge and the date when, 
under the provisions of the amendment to paragraph 3 of sec- 
tion 16 of the act, the claim is paid, money which rightfully 
belonged to the shipper. 

However, as to a claim which was not presented to a carrier 
within the two-year period and, therefore, was barred from pay- 
ment by the ruling of the Supreme Court in the Wolf case, the 
carrier should not, in our opinion, be required to pay interest 
other than for the time elapsing between June 7, 1924, the date 
the claim was revived under the provisions of the amended 
paragraph 3 of section 16 of the act and the date of the pay- 
ment thereof by the carrier. If the claim was presented prior 
to June 7, 1924, but more than two years after the delivery of 
the shipment covered thereby, it can hardly be said that it was 
legally presented to the carrier and, therefore, interest should 
run only from that date. 


Bill of Lading Provisions Govern Shipment, Even Though No 
Bill of Lading Issued 


Ohio.—Question: Please advise the extent of common law 
liability of a common carrier in case of loss or damage, espe- 
cially as to the time allowed for filing claims. 

How would a shipment under present regulations be 
sidered as subject to common law? 

In May 3 issue of The Traffic World, page 1158, decision 
of the Court of Appeals of Georgia, Division No. 2, holds that 
if no express agreement is made, common-law liability governs. 

In August 23 issue, pages 410 and 412, the Supreme Court 
of West Virginia decided that where no bill of lading is issued 
in interstate transportation the uniform bill of lading prescribed 
by the Interstate Commerce Commission will be implied. 

These two decisions seem to be in conflict, unless the 
Georgia court had reference to intrastate transportation, though 
it is not so stated. 

We should be glad to have a full expression on this ques- 
tion and, if such a case has been before the Supreme Court, 
kindly give decision and reference. 

Answer: There is nothing in the decision in the case 
decided by the Court of Appeals of the State of Georgia, namely, 
American Railway Express Co. vs. Estroff, 121 S. E. 711, by 
which it can be determined whether it covered an interstate 
or an intrastate shipment. If the latter, there is apparently 
a conflict between this case and the decision in Western Mary- 
land Ry. vs. Cross, 123 S. E. 572, decided by the Supreme Court 
of West Virginia, although one relates to the limitation of valu- 
ation, while the other relates to the liability of the consignor 
for freight charges. 

The decision in Western Maryland Ry. vs. Cross, 123 S. E. 
572, to the effect that, where no bill of lading is issued, the 
provisions of the uniform bill of lading prescribed by the In- 
terstate Commerce Commission will be implied as governing 
the movement, is supported by the decisions in Un. Pac. R. R. 
Co. vs. Burke, 255 U. S. 317; New York Central R. Co. vs. 
Lazarus, 278 Fed. 900; Bryan vs. L. & N., 93 S. E. 750; Davis 
vs. U. & S. R. R. Co., 90 S. E. 123. 

As you will observe, the Supreme Court, in the Burke case, 
referred to above, states that the carrier’s liability must be 
determined by the rules of the common law. This relates to 
the measure of recovery, in case of loss or damage, which is 
governed by the rule of the common law, except as otherwise 


con- 
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provided in section 20 of the interstate commerce act. [hj 
is, no doubt, the sense in which the court, in the Estroff Cage 
uses the phrase. . 

Where the uniform bill of lading, as published in the clas. 
sification, carries a provision relating to the time for filing 
clams, or bringing suits, this provison, under the decision in 
the Lazarus case, is applicable to a shipment even though no 
bill of lading is issued therefor. The Supreme Court, however 
in the Burke case, apparently disregarded the bill of lading 
provisions relating to the measure of damages, which, in jts 
decision in the McCaull-Dinsmore case, 253 U. S. 97, was held 
to be a limitation of liability and void under section 20 of the act 


Claims Covering Shipments Moving During Period Covered by 
Subdvision (h) of Paragraph 3 of Section 16 of the Act 


Oklahoma.—Question: As a result of amendment to para- 
graph 3, section 16, of the interstate commerce act, which was 
signed by the President June 7, 1924, many overcharge claims 
have been reinstated and can be paid on or before December 
7, 1924. Such old claims, if not paid, and if not covered by 
complaint filed with the Commission on or before December 7, 
1924, will be barred. It is probable that the carriers will not 
have completed investigation and made payment or declined 
such claims before the above date, and it is desired to ascer. 
tain if some plan, other than the filing of a formal complaint, 
has been arranged for. 


Following federal control, claims were saved from lapsing 
by merely recording with the Commission and then forwarding 
to carriers for their handling. The standard form of over. 
charge would not comply with the requirements of a formal 
complaint, and as many of the claims are for small amounts, 
not justifying preparation of complaint or consolidating with 
others, it seems that some simple method similar to the one 
previously used should be adopted to cover the many over: 
charge claims that may be in danger of expiring. 


Would appreciate information. 


Answer: While no instructions or regulations covering the 
matter have been issued by the Commission, it is our under- 
standing that claims covering shipments which moved more 
than three years prior to the date the claim is filed with the 
carrier (which latter class of claims may be filed direct with 
the carrier, under the provisions of subdivision (c) of para- 
graph 3 of section 16 of the act—see our answer to “Texas” 
on page 146 of the July 19, 1924, Traffic World, under the cap- 
tion, “Limitations—Overcharges on Shipments Moving Between 
March 1, 1920, and June 7, 1924—may be registered with the 
Commission in much the same manner as the federal control 
claims to which you refer. That is, the claim may be filed with 
the Commission, sufficient information being given to identify the 
shipments, but not necessarily complying in all respects with 
the rules governng the filing of an informal complaint. 


Of course, the filing of an informal complaint will have the 
same effect as the filing of a formal complaint, so far as the 
tolling of the statute is concerned. 


Liability of Carrier for Loss of Shipment Where Conflict Be- 
tween Marks on Package and Address in Bill of Lading 
New York.—Question: Kindly advise the liability of the 

carrier in the following case: 

Shipment was delivered to carrier on June 27, 1923, marked 
for J. Brown Co., Philadelphia, Pa., and bill of lading reads 
J. Smith Co., Philadelphia, Pa. Shipment was intended for 
J. Smith Co. and after waiting a reasonable length of time for 
shipment to arrive, claim was filed by shipper for value of 
merchandise. The railroad company claims that merchandise 
was delivered to J. Brown Co., and that shipper should look 
to them for payment of invoice, and they have disallowed ship- 
per’s claim on ground that shipment was incorrectly marked. 

Answer: We have been unable to locate decisions of the 
courts directly in point. 

So far as the matter of freight charges is concerned, the 
Interstate Commerce Commission holds that the marks on the 
package, and not the address shown in the bill of lading, de- 
termines where the shipment is to be transported. See C. s. 
Brackett Co. vs. Great Northern Express Co., 29 I. C. C. 667, and 
cases cited therein. - 

However, it seems apparent from the decisions in Union 
Pacific R. R. Co. vs. Burke, 255 U. S. 317; New York Central 
R. Co. vs. Lazarus, 278 Fed. 900; Lexington Grocery Co. VS. 
Sou. Ry., 48 S. E. 801; N. Y. C. & H. R. R. Co. vs. Samuel 
Goldberg, 250 U. S. 85, that the bill of lading constitutes the 
contract between the parties. See, also, in this connectiod, 
Guillaime vs. General Trans-Atlantic Co., 3 N. E. 489. In this 
case, however, the bill of lading was issued subsequent to the 
forwarding of the shipment. 


The abstracts of tariff filings, rejections, suspen 
sions, etc., as printed in each issue of THE DAILY ° 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


Septem 
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Missouri Pacific Railroad Urges - 


More Co-operation! 


VERY present indication points to a record-breaking volume of Fall 
traffic in all lines with a consequent return of prosperity to the entire 
country. The business of the railroads is on the increase and the 

volume being handled by the Missouri Pacific is breaking all former rec- 
ords. Continued prosperity is largely dependent upon the ability of the 
railroads to provide adequate and dependable transportation service. Failure 
of the railroads to provide such service tends to slow down business and in- 
dustry of all kinds. 


The Missouri Pacific wants to make the business of all of the patrons 
and citizens it can serve as successful as may be and I am sure that the 
public is anxious to help us in order that we, in turn, may help to obtain 
that result. 


Everything possible is being done to put the property of the Missouri 
Pacific in shape to provide a continued adequate and dependable and satis- 
factory service. The Missouri Pacific, with a firm belief in the future pros- 
perity of the country, has courageously ordered 1,000 new automobile cars 
and has caused one of its subsidiaries, the American Refrigerator Transit 
Company, to purchase 2,000 new refrigerator cars for immediate delivery. 


We are doing our best to contribute to the general good. Now the co- 
operation of the public is more urgently needed than ever before. Shippers 
can be of great help if they will do everything possible to increase the average 
load per car and to see that cars are loaded and unloaded promptly. Prompt 
loading and unloading will make more equipment available; just as increas- 
ing the average load per car will. Adding one ton to the average load per 
car will be equivalent to adding 90,000 cars to the available supply and 
prompt release of equipment, which will enable the railroads to move it 
further and faster, will be equal to adding 100,000 cars to the available supply 
for each additional mile that is added to the average per car per day. 


Loading cars to capacity is almost entirely in the hands of shippers and 
the average mileage is subject to their co-operation through prompt loading 
and unloading. Constant improvement of facilities and equipment, together 
with more real co-operation will insure the finest service the world ever 
enjoyed. The best efforts of the entire Missouri Pacific organization, com- 
posed of 40,000 loyal, aggressive employes, has made it possible to increase 
the average number of miles per car per day on this railroad to 35, which 
itself has made available 28,854 more freight cars than were in service on the 
Missouri Pacific two years ago. All of these things—new equipment, in- 
creased efficiency, improved facilities and the co-operation of shippers—will 
enable the Missouri Pacific to provide shippers and travelers with more and 
better transportation service. 


Prosperity is returning. Business generally is improving and industrial 
activity is approaching peak conditions. Farmers are getting on a more 
stable and prosperous basis. Continuation is dependent upon adequate and 
dependable railroad transportation service. That service is dependent in 
large measure upon the activity and efficiency of the railroads and the 
assistance of the public. 


I solicit your co-operation and suggestions. 








MISSOURI 


PACIFIC President 
Missouri PaciFic RAILROAD COMPANY 
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JULY OPERATING RESULTS 


The Commission’s official statistics covering operating reve- 
nues and operating expenses of Class I steam roads for July, 
1924 and 1923, and for the seven months ended with July, 1924 


and 1923, follow: 


United States 


1924 1923 
Average number of miles operated........ 236,107.75 235,767.22 
Revenues: 
aie ies stes oa aie ac Sie pine enka a $ 339,904,755 $ 379,335,287 
ND b.¢-viec-we cio wees tndtia tan maseccsr b97,371,697 c107,506,240 
eR eee Seeenry 2 aes Sit SR Se 7,828,618 7,580,074 
CE em ats 9,833,444 11,620,032 
All other transportation ............. 15,894,167 17,052,403 
INE ditt aa 4-6. 676K bo Reece eeaie ne@sies 10,165,148 12,581,869 
(OEE SOE nk ov esenndeew eee eese 793,838 847,412 
SOS TEs. ows osccnie teececewoese 203,702 216,172 
Railway operating revenues....... $ 481,587,965 536,307,145 
Expenses: 
Maintenance of way and structures...$ 73,104,591 $ 676,556,558 
Maintenance of equipment............. 99,416,191 121,902,373 
I ntn in cecd donee tend puccaeoewhaawe 8,495,259 7,992,269 
pl ee re eee 171,438,982 191,571,164 
Miscellaneous operations ............. 4,396,884 4,578,436 
re ee eer eee 14,241,205 13,430,083 
Transportation for investment—Cr... 1,183,779 1,085,179 
Railway operating expenses...... $ 369,909,333 414,945,704 
Net revenue from railway operations..... $ 111,678,632 121,361,441 
PERT CEE BOGTURID cic dcccicccscecécenee 29,052,013 28,662,474 
Uncollectible railway revenues............ 173,359 116,607 
Railway operating income........ $ 82,453,260 $ 92,582,360 
Equipment rents—Dr. balance............ $ 6,397,073 $ 5,536,376 
Joint facility rent—Dr. balance......... 1,968,511 2,110,678 
Net railway operating income....$ 74,087,676 $ 84,935,306 
Ratio of expenses to revenues (per cent). 76.81 77.37 
FOR SEVEN MONTHS 
Average number of miles operated....... 236,003.56 235,770.74 
Revenues: 
nN OT ee $2,408,399,666 $2,651,007,553 
en RE ee 626,381,829 £646,669,124 
I aaa ec Orica iat as'g aah eka @ 4S brave Waka elec’ 56,042,898 52,885,920 
I sacs ral aa ors! aie, Gi A eiCah ISG OGRE OG 80,601,357 89,042,261 
AH other transportation... .ccccccces 109,812,527 114,984,843 
NI. ii dias Gg xetaceis-aclb wae 0-4 here wines 67,446,505 76,226,409 
Gee MOREE. So ise rec dvtewteneces 6,138,810 5,799,681 
SORE, THOUNG——DE, knives cecccinccveens 1,484,060 1,554,911 


Railway operating revenues...... 


Expenses: 
Maintenance of way and structures. 


$3,353,339,532 


-$ 455,691,923 


$3,635,060,880 


$ 452,293,454 


Maintenance of equipment............ 741,631,118 853,214,382 
EE coc e gas baie he wh ek Silas means 57,555,620 53,844,866 
eo a ea 1,268,760,218 1,383,698,130 
Miscellaneous operations ............. 28,841,281 29,046,791 
INE, curintin ea iuin ck ue dilaile bah eae wale 98,839,424 93,934,934 
Transportation for investment—Cr.... 7,577,328 5,466,806 

Railway operating expenses....... $2,643,742,253 $2,860,565,751 


Net revenue from railway operations..... 


$ 709,597,279 


$ 774,495,129 


OARS CEE SOCTRRIG. 06 ccicsccceecsscevces 190,529,294 189,401,777 
Uncollectible railway revenues............ 1,239,874 927,045 

Railway operating income........ $ 517,828,111 $ 584,166,307 
Equipment rents—Dr. balance............ $ 40,089,695 39,800,719 
Joint facility rent—Dr. balance........... 12,061,666 12,564,096 


Net railway operating income... 


Ratio of expenses to revenues (per cent). 





-$ 465,676,750 


78.84 


$ 531,781,492 
78.69 


b Includes $3,277,443 sleeping and parlor car surcharge. 
c Includes $3,236,830 sleeping and parlor car surcharge. 
e Includes $20,965,147 sleeping and parlor car surcharge. 
f Includes $20,563,691 sleeping and parlor car surcharge. 





. 15724. Sub. No. 1. 
Santa Fe et al. 


Digest of New Complaints 


National Refining Co. et al., Cleveland, O., vs. 


Illegal charges in violation of section 6 on tank cars of petroleum 





- 16146, Sub. No. 1. 


from Beattyville and Smiths Grove, Ky., to Toledo, O., and Find- 
lay, O., also from Bowling Green, Ky., to Findlay, O., also from 
Group 3 Oklahoma and Group 2 Kansas points to Findlay, O. Asks 
reparation. 

15900, Sub. No. 1. Tidewater Portland Cement Co., Baltimore, 
Md., vs. Aberdeen & Rockfish et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on Portland cement from Union Bridge, Md., to points 
in North Carolina, South Carolina, Georgia, Florida and that part 
of Virginia known as Carolina territory. Asks cease and desist 
order, just and reasonable rates and reparation. 

Wheeler Lumber Bridge and Supply Co., Des 
Moines, Ia., vs. Santa Fe et al. 

Unjust and unreasonable rates and charges on forest products 
from points in Oregon, Washington, British Columbia, Idaho and 
Montana to Missouri River points, including Council Bluffs, Ia., 
and to intermediate territory in Iowa, Nebraska, Kansas, Missouri 
and South Dakota. Asks reparation. 

16170. Eastern Lime Manufacturers’ Traffic Bureau et al., New 
York, N. Y., vs. Akron & Barberton Belt et al. 

Unjust and unreasonable rates on lime from points in Virginia, 
West Virgina, Maryland, Delaware and Pennsylvania to points 
in C. F. A, territory, what is known as 60 and 67 per cent territory, 
and West Virginia. Ask cease and desist order, just and reason- 
able rates and reparation. 

16170, Sub. No. 1. Washington Building Lime Co., 


Baitimore, 
Md., vs. Akron & Barberton Belt et al. 
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Unjust and unreasonable rates on lime from points in 


8) . 
destinations in C. F. A. territory. Asks cease and Besist as 
and just and reasonable rates. t 

No. 16171. Savannah Traffic Bureau, Inc., et al., Savannah, Ga., vs 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


- 16180. Baton Rouge Rice Mills, Inc., et al., Baton Rouge, La., v 


- 16189. 


Atlantic Coast Line et al. 

Unjust, unreasonable, preferential and prejudicial charges in 
violation of sections 1 and 3 and discriminatory against inter. 
state commerce in violation of section 13 of the act on fertilizer 
and fertilizer materials from Savannah to points in South Cayo. 
lina, as compared with rates from Charleston, C., to points 
in South Carolina. Asks cease and desist order, just and reg. 
sonable rates and reparation. 

16172. The Elliott Fuel Co., Minneapolis, Minn., vs. Minneapolis 
St. Paul & Sault Ste. Marie et al. 

Unjust and unreasonable rates or charges on anthracite Coal 
from points in Pennsylvania to Minneapolis. Asks cease anq 
desist order and waiver of collection of charges complained of. 
16173. Waco Chamber of Commerce et al., Waco, Tex., vs, p, 
Paso & Southwestern et al. 

Unjust, unreasonable and preferential rates on dried beans from 


Mills, N. M., to Rockdale, Tex. Asks reparation. 
Meng Somerville Iron Works, Somerville, N. J., vs. Long Islang 
et al. 

Unjust, unreasonable, prejudicial and discriminatory freight 


charges on carload and less-than-carload shipments of cast iron 
pipe and fittings from Somerville, N. J., to points on Long Js. 
land in New York. Asks cease and desist order, lawful rules 
rates and regulations and reparation. ' 


- 16175. Corona Coal Co. Birmingham, Ala., vs. Southern. 


Alleges that Southern in period August 1 to December 31, 1922, 
inclusive, failed and neglected to furnish complainant with a rea. 
sonably adequate car supply, and failed to make just and rea- 
sonable distribution of cars from the transportation of coal among 
the coal mines served by it in the territory in which complain- 
ant’s mines are located, and favored certain mines in violation 
of section 1, and section 3. Asks reparation. 

16176. Somerville Iron Works, New York City, vs. Southern et al, 

Unjust, unreasonable, discriminatory and prejudicial rates on 
carload and less-than-carload shipments of cast iron pipe and 
fittings from Chattanooga, Tenn., to destination points in all 
states east of the Mississippi river. Asks lawful rules, rates and 
regulations and reparation. 

16177. Railroad Commissioners of State of Florida, Tallahassee, 
Fla., vs. Aberdeen & Rockfish et al. 

Unjust and unreasonable minimum for short refrigerator cars 
used in Florida service for shipping celery under refrigeration. 
Asks cease and desist order, just and reasonable carload minimum 
and reparation. 

16178. Jamestown Chamber of Commerce, Jamestown, N. Y., ys. 
Pennsylvania et al. 

Unjust, unreasonable, discriminatory and preferential rates and 
charges on iron and steel articles from Pittsburgh, Pa., and 
Pittsburgh district to Jamestown, N. Y. Asks cease and desist 
order, just and reasonable rates and reparation. 

16179. Cattle & Horse Raisers Association of Oregon et al.,, 
Baker, Ore., vs. Santa Fe et al. 

Alleges that failure to grant full free return fare to single 
carload shippers of livestotck is in violation of sections 1, 2 and 3 
of the act. Asks cease and desist order and rule providing for 
such free transportation. 

Ss. 


N. O. T. & M. et al. 

Unjust, unreasonable and discriminatory rates on rice from 
points in Louisiana to various interstate and foreign destinations, 
said rice being milled in transit at Baton Rouge. Asks cease 
and désist order, just and reasonable rates for movement from 
Louisiana points to Baton Rouge, and reparation. 

16181. The Bailey Co., Cleveland, O., vs. Illinois Central et al. 

Unjust and unreasonable charges on import rattan furniture 
from Seattle to Cleveland. Asks cease and desist order and 
reparation. 

a W. N. Purdy, as assignee for the benefit of creditors of 
W. A. Davis Co., Bozeman, Mont., vs. Northern Express Co. et al. 
Unjust rates in violation of the long-and-short-haul clause on 
dried peas from Bozeman, Mont., to New York City. Asks rep- 
aration. 
16183. 

cific. . 

Unjust and unreasonable rate of $1.33 on cow peas from Navojoa, 
Mex., to San Francisco. Asks reparation. 

16184. R. C. Jackman and O. E. Jackman, trading under name of 
Bowersock Mills & Power Co., Lawrence, Kans., vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory, prejudicial and_prefer- 

ential rates on sand from Lawrence, Kans., to Kansas City, Mo.- 


Lewis-Simas-Jones Co., San Francisco,. vs. Southern Pa- 


Kans. Asks cease and desist order and just and reasonable rates. 
16185. Pacific Coast Steel Co., San Francisco, vs. Director- Gen- 
eral, as agent. 


Unlawful charges on ferro manganese from Tacoma, Wash., to } 


South San Francisco, Calif. Asks reparation. 
16186. Peaslee-Gaulbert Company of Georgia, Atlanta, Ga., vs. 
L. & N. et al. : 
Unjust and unreasonable rates on denatured alcohol from New 
Orleans and common rate points to Atlanta, Ga. Asks cease and 
desist order, just and reasonable rates and reparation. : 
16187. National Candy Co., Inc., St. Louis, Mo., vs. Pennsylvania. 
Illegal charges on sugar from Philadelphia, Pa., to St. Louis, 
Mo., in March, 1920. Asks reparation. 
16188. United Iron Works, Inc. Kansas City, Mo., vs. Mo. Pac. 
et al. 
Unjust, unreasonable, preferential and prejudicial rates in vi0- 
lation of section 6 on pig iron from Thomas, Ala., to Okmulgee, 
Okla. Asks reparation. 
The Oil Field Supply Co., et al., Tulsa, Okla., vs. Santa 
Fe et al. ; 
Unjust and unreasonable rates on second hand pipe from points 
in Kansas to Tulsa, Okla. Asks cease and desist order, just and 
reasonable rates and reparation. 


. 16190. The Texas Co., Houston, Tex., vs. Abilene & Southern et al. 


Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on petroleum and products thereof from points in Arkansas, 


Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, Missouri, J 


Ohio, Okla., Texas and Wyo., to ports located along Gulf of 
Mexico in United States for export to foreign countries and for 
coastwise movement to other points in the United States. Asks 
cease and desist order and just, reasonable, non-preferential, 
non-discriminatory and non-prejudicial rates. 
16193. Sub. No. 1. Same vs. Philadelphia & Reading et al. . 

Same complaint and prayer with respect to shipments of high 
explosives from Thompson’s Point, N. J., to destinations in Virginla 
and West Virginia. 


a o 
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When your 


= goods must 


_ be kept cold 


mm Balsa Wood Boxes will carry them a long dis- 
a tance, without ice, with a negligible rise in temperature 
and J —this lightest of woods is nature’s own insulation. 

‘sist 

al., 

- In addition, these marvellous boxes will not chip 
id 3 

ie or split, because of their lightness and resiliency. 

7" Their long life makes them pay for themselves 
i Over and over again. NRefrigeration expenses are 
a saved— Balsa Wood Boxes provide the most effi- 
a cient, economical way to ship perishables and semi- 
ep- ° 

bef perishables. 

joa, ° 

of Write for further information to the nearest office. 


<a BALSA BOX DEPARTMENT 


i | The Fleischmann Transportation Company 
ac. § New York Chicago 

io- 699 Washington Street 327 South La Salle Street 

7 Baltimore San Francisco Buffalo 

nd St. Louis Langdon, D. C. Peekskill, N. Y. 


Seattle Boston Cincinnati 
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Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 22—Hot Springs, Ark.—Commissioner Cox and Examiner 
Bardwell: 


1. & S. No. 2221—Brick, Kansas and Missouri to Texas. 
15738—Acme Brick Company et al. vs. A. & S. Ry. et al. 
15692—Oklahoma Brick Mfgrs. Assn. vs. A. & S. Ry. et al. 
15628—Kansas Gas Belt Brick Mfgrs. Assn. vs. A. & S. Ry. et al. 
15467—Acme Brick Company et al. vs. A. & S. Ry. et al. 
14617—Acme Brick Company et al. vs. A. & M. R. R. et al. 

* 16124—Acme Brick Company et al. vs. A. & V. Ry. et al. 

September 22—Detroit, Mich.—Examiner Knowlton: 

1. and S. No. 2207 (and first and second supplemental orders)— 
Switching at Detroit, Mich. 

September 22—St. Louis, Mo.—Examiner Woodrow: 

15363—M. W. Warren Coke Company vs. Santa Fé Ry. et al. 

September 22—Columbus, Ohio—Examiner Gaddess: 

15912—The Ohio Farm Bureau Federation et al. vs, A. & W. Ry. 
et al. 

September 22—New Orleans, La.—Examiner McGrath: 

16074—Crescent Bed Company, Inc., vs. A. & V. Ry. et al. 

September 22—Chicago, Ill.—Examiner Shanafelt: . 

15962—D. L. Alderman et al. vs. A. & V. Ry. et al. 

September 22—St. Joseph, Mo.—Examiner Copenhafer: 

16010—Seitz Packing Company et al. vs. Santa Fe et al. 

September 22—Washington, D. C.—Examiner Smith: 

15946—Gulf City Manufacturing Company, Ine. vs. 
Northern R. R. et al. 

September 22—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No, 159—In re tentative valuation of the property of the 
New York, Philadelphia & Norfolk Railroad Co. 

September 22—Burgin, Ky.—Railroad Commission of Kentucky: 

* Finance No. 4114—In the matter of the application of the Southern 
Railway Company in Kentucky for a certificate of public con- 
venience and necessity authorizing it to abandon its so-called 
Burgin Branch. 

September 23—New Orleans, La.—Examiner Koebel: 

Il. and S. No. 2183 (first supplemental order)—Combination rule on 
lumber from Chicago, Ohio and Mississippi River crossings to 
Cc. F. A. territory, etc. 
September 23—Chicago, IIl.—Examiner Shanafelt: 
15916—The Spanish River Pulp & Paper Mills, Ltd., et al. vs. Ahna- 
pee & Western Ry. et al. 

September 23—New Orleans, La.—Examiner McGrath: 

l. and §S. No. 2183—Combination rule on lumber from Chicago, 
Ohio and Mississippi river crossings to C. F. A. territory, etc. 

September 23—Washington, D. C.—Examiner Smith: 
5909—The Riverton Lime Company et al. vs. Aberdeen & Rock- 
fish R. R. et al. 


September 24—Indianapolis, Ind.—Public Service Commission of Indi- 


Apalachicola 


ana, 

* Finance No. 4226—In the matter of the application of the Owens- 
boro, Rockport & Chicago Railway Company for a certificate of 
public convenience and necessity authorizing it to construct a 
line of railroad. 

September 24—Washington, D. C.—Examiner Burnside: 

Finance No. 3644—Excess income of Brooklyn Eastern District Ter- 


minal. 
er No. 325—Guaranty status of Brooklyn Eastern District Ter- 
minal, 
September 24—Washington, D. C.—Director Mahaffie: 
Finance No. 3859—Excess income of New York Central Lines. 
September 24—Washington, D. C.—Commissioner Meyer: . 
ee Mileage Ticket Investigation (further hear- 
ng). 
September 25—Omaha, Nebr.—Examiner Copenhafer: 
* 1, and S. No. 2230—Carboys, returned empty, In Western Classifica- 
tion territory. 
September 25—Cairo, Ill.—Examiner Woodrow: 
1. and §. No. 2211—Cotton, cotton linters and regins, Ohio and 
Mississippi River crossings to eastern cities. 
September 25—Chicago, Ill.—Examiner Shanafelt: 
i. & S. No. 2223—Farm wagins and related articles in the Southwest. 
September 25—Parkersburg, W. Va.—Examiner Gaddess: 
15974—-The Parkersburg Rig & Reel Company vs. G. 
Ry. et al. 
September 25—Washington, D. C.—Examiner Smith: 
t Fang | — No. 2179—Storage in transit of apples and pears at points 
nc. #. A. 
September 25—Florence, Ala.—Examiner Cheseldine: 
16036—Florence Chamber of Commerce vs. Cent. of Ga. Ry. et al. 
16029—Florence Chamber of Commerce vs. Ill. Cent. R. R. et al. 
15944—-The Florence Chamber of Commerce vs. L. & N. R. R. 
September 26—Cleveland, Ohio—Examiner Knowlton: ; 
1. and S. No. 2197 and first supplement order—Restrictions in the 
combination rule on live stock. 
September 26—Washington, D. C.—Commissioner Campbell and Exam- 
iner Keeler: 
* 14785—In the matter of charges for passengers traveling in sleeping 
and parlor cars. 
* 11567—Order of United Commercial Travelers of America vs. Pull- 
Man Company. 
September 26—Washington, D. C.—Examiner Davis: 
iFinance No. 4231—In the matter of the application of the Chesa- 
peake & Ohio Ry. Co. for authority to acquire control of the Ash- 
land Coal & Iron Ry. Co., Long Fork Ry. Co. and Millers Creek 
R. R. Co. by purchase of capital stock and by lease of said lines, 
and to assume certain obligations. 
September 26—Parkersburg, ‘W. Va.—#ixaminer Gaddess: 


I. and S. No. 2220 (and first supple al arder)—Coal from C. & © 
Ry. stations in West Virginie, —- 
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September 26—Mobile, Ala.—Examiner McGrath: 
I. and S. No. 1900 (and first and second supplemental orders)—Nay, 
stores from Southern producing points to various destinations 


(Further hearing). 

Fourth Section App. No. 12566, filed by Alabama, Tennessee ang 
Northern R. R., In re rates on naval stores from Calvert, Ala,, ang 
local points on its line south of York, Ala. to various destination, 
named in Agent Glenn’s I. C. C. A1424, 

September 26—Salt Lake City, Utah—Examiner Wilkins: 

1. & S. No. 2225—Routing via Salt Lake and Utah Railroad 
transcontinental traffic. 

September 26—Cleveland, O.—Examiner Knowlton: 

* I. and S. No. 2197 (second supplemental order)—Restrictions in the 
combination rule on live stock. 

September 27—Chicago, Ill.—Examiner Shanafelt: 

16020—Manufacturers’ Association of Chicago Heights on behalf of 
Chicago Heights Manufacturing Company vs. B. & O R. et al, 

September 27—Omaha, Neb.—Examiner Copenhafer: 

16050—Potash Reduction Co. vs. C. B. & Q. R. R. et al. 

September 27—Salt Lake City, Utah—Examiner Wilkins: 

15854—Utah Idaho Sugar Company vs. C. R. I, & P. Ry. et aj, 

15961—Utah Idaho Sugar Company vs. Santa Fe et al. 

= _—— Idaho Sugar Company vs. Utah-Idaho Central R. Rr 
et. al. 

September 29—Omaha, Neb.—Examiner Copenhafer: 

16077—Adams & Kelly Company et al. vs. Santa Fe et al. 

September 29—Chicago, Ill.—Examiner Shanafelt: 

we of Trade of the City of Chicago vs. C. B. & Q. RR 
et al. ° 

September 29—Washington, D. C.—Examiner Smith: 

I. and S. No. 2182 and first supplemental order—Transcontinental 
rates from and to Florida. 

September 29—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 83—In re tentative valuation of the property of Toledo 
St. Louis & Western Railroad Company. 

September 29—Washington, D. C.—Examiner Almond: 

— No. 606—Guaranty settlement with Mammoth Cave Rail- 
road. 

September 30—Washington, D. C.—Examiner Boles: 

* Finance No. 4259—In the matter of the application of the Morgan's 
Louisiana & Texas R. R. & S. S. Co., for authority to acquire 
control by stock ownership of the Franklin & Abbeville Railway 
Company. 

September 30—New York, N. Y.—Interstate Commerce Commission 
and Public Service Commission of New York: 

1. & S. No. 1933—Commutation fares between points on the N. Y.. 
N. BH. @ H.R. R. 

September 30—Hays, Kans.—Public Utilities Commission of Kansas: 

Finance No. 3529—In the matter of the application of the Golden 
Belt Railroad of Kansas for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 

September 30—Washington, D. C.—Examiner Flemiug: 

15771—(and Sub. No. 1.)—Greenbrier & Eastern Railroad Co. vs 
Sewell Valley Railroad Co. et al. 

September 30—Macon, Ga.—Examiner McGrath: 

Il. and S. No. 2204—Peaches, Alabama, Georgia and Tennessee to 
Eastern points. 

September 30—Omaha, Neb.—Examiner Copenhafer: 

1. and S. No, 2199—Protective service rules against cold on perish- 
able freight. = 

October 1—Topeka, Kan.—Examiner Money: 

12578—Iola Cement Mills Traffic Ass’n. et al vs. Director General, 
Santa Fe et al. 

15117—Iola Cement Mills Traffic Assn. et al. vs. Santa Fe et al. 

15138—The Atlas Portland Cement Co. (of Kansas) vs, Santa Fe 


et al. 
ba a Cement Mills Traffic Association et al. vs. A. V. I. Ry. 
et ‘ 


October 1—Washington, D. C.—Examiner Smith: 
15799—The Triad Corporation vs. Central of Georgia Ry. et al. 
October 1—Argument at Washington, D. C.: 
Il, and S. No, 2104—Sugar, Macon territory to Southwestern states. 
Portions of fourth section applications Nos. 699, 700 and 701, 
filed by Agents Leland and Tucker, In re sugar rates from Macon, 
Pe territory to Arkansas, Louisiana, Missouri, Oklahoma and 
exas. 


and S. No. 2160—Improved wool, Boston, Mass., and New York, 
N. Y., to La Porte and Mishawaka, Ind. 
October 1—Columbus, O.—Public Utilities Commission of Ohio: ’ 
* Finance No. 4166—In the matter of the application of the Lorain, 
Ashland & Southern R. R. Co. for a certificate of public con- 
—- and necessity authorizing it to abandon its line of rail- 
road. 
October 1—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3908—Excess income of St. Louis & O’Fallon Ry. Co. 
Finance No. 4026—Excess income of Manufacturers’ Railway Com: 


pany. 


OctOber 1—Chicago, Ill.—Examiner Shanafelt: 


1. and S. No. 2145—Fresh meats and packing house products, E. St. 
Louis, Ill., to C. & O. Ry. stations. 


October 1—Washington, D. C.—Examiner Carter: 

13313—Michigan Traffic League vs. Ann Arbor R .R. et al. 
October 2—Argument at Washington, D. C.: 

9200—Railway Mail Pay. 

1. and S, No. 2158—Storage rules on fruit and vegetables at Pitts- 

burgh, Pa. 

October 2—Sioux City, Ia.—Examiner Copenhafer: 

15728—Sioux City Live Stock Exchange vs. C. & N. W. Ry. et al. 
October 3—Montgomery, Ala.—Examiner Koebel: 


* |. and S. No. 2226 (first supplemental order)—Cotton, 
between Southern points. 


* I. and S. No. 2226 (second supplemental order)—Cotton trom, to and 
between points in the south. 


1. & S. No. 2226—Cotton from, to and between southern points. 
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United States Government 
Freight Services 


North Atlantic Ports to Europe and Africa 





AMERICAN MERCHANT LINES 


If of 





BLACK DIAMOND LINES 
















ta BULL LINES 
New York to London Philadelphia Rotterdam 
Weekly Sailings New York to Amsterdam North a init 
t al, Beltimore London A Sailing every 20 days Constantinople and Blac ad 
to Hull Philadelphia 2 Sailings a Month 
= Hampton Roads fs iMadelp 
r 2 Sailings a Month — New York wa anette New York to 
ait oge 
Lond 2 Sailings a Month Canary Islands and West African ports 
Philadelphia ~ "Hall Baltimore A Rotterdam from — +. Belgian Sane gad Vor~ 
0 t 3 adeira, 
LR Boston Leith — Roads Antwerp Se Unset os pe des ~et ga 
2 Sailings a Month oston 2 Sailings a Month Monthly Sailings 
ntal Operated by Operated by Operated by 
J. H. WINCHESTER & CO. (Inc.) BLACK DIAMOND STEAMSHIP CORP. A. H. BULL & COMPANY 
edo 17 Battery Place New York City 67 Exchange Place New York City 40 West Street New York City 
Rail- | 
| COSMSPOLITAN LINES EXPORT S. S. CORP. | MALLORY TRANSPORT 
an’ New York to Rotterdam South and East 
ire | A Sailing every 20 days North Atlantic Ports New York te African Ports 
way fae Iti Monthly Sailings 
| Baltimore i 
sion Ml Hampton Roads = Havre North Atlantic Ports 
| Philadelphia Dunkirk Constantinople, Malta, Greek Le- to Azores and Canary Islands, Por- 
Y. New = oo vant ports, Syria to Palestine Coast, tuguese, Spanish Atlantic, — 
Bi . oe North Africa (East of Bizerta and French Mediterranean, West 
iden \ Philadelphia t Bordeaux re ( ) Coast of Italy, Adriatic ports; 
and New York St. Nazaire 2 Sailings a Month North Africa (West of Bizerta). 
| A Sailing every 20 days 3 Sailings Monthly 
= | Operated by Operated by Operated by 
COSMOPOLITAN SHIPPING CO. (Inc.) THE EXPORT STEAMSHIP CORP. MALLORY TRANSPORT LINES (Inc.) 
42 Broadway New York City 25 Broadway New York City 11 Broadway New York City 





















ORIOLE LINES | ROGERS & WEBB | AMERICAN SCANTIC LINE 






New York | Gisssow Baltimore, Hampton Roads New York, Boston, 
Philadelphia 4 Dublin . a Baltimore 
Hampton Roads Cardiff Philadelphia, Boston 
Baltimore Avonmouth to 
2 Sailings a Month to Copenhagen and : 
Beliesere Hamburg and Bremen Helsingfors 
Hampton Roads to Liverpool 
Boston Manchester 2 Sailings a Month 2 Sailings a Month 
New York 
A Sailing every 10 days Gperated by Operated by 
Operated by 
CONSOLIDATED NAVIGATION CO. ROGERS & WEBB MOORE & McCORMACK CO. (Inc.) 
22 Light Street Baltimore, Md. 110 State Street Boston, Mass. 5 Broadway New York City 















U NIT ED STATES LINES For sailing dates and general information call or write 


th 
New York to Southampton setae 


c A Sailing every 3 Weeks J. T. SMITH G. M. BUSH 
bo New York 1417—1st Nat’! Bank Bldg. 519-20 N.Y. Life Bldg. 
ry a Detroit, Mich. Kansas City, Mo. 
St. on R. J. WHITMIRE F,. L. JORDAN 
314—2nd Ave., South 921-922 Planters Bldg. 
| Weekly Sailings Minneapolis, Minn. St. Louis, Mo. 
tn | Operated by 5. S. HOUSTON T. PARK HAY 
| UNITED STATES LINES 218-20 Cotton Exchange Bldg. 827-8 Marquette Bldg. 


45 Broadway New York City Memphis, Tenn. Chicago, Ill. 
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5 And where various legal 
Parcel Post Unit No. H Covering papers are filed 
_ Express Block No. i +. States Canada and Alaska i Wi Extensive Information 
And sub-block letter a United ates, 19 25 i | For Freight, Express and 
In fact ALL information : SHING COMPANY ; Parcel Post Shippers 
of a shipping nature a NAL GUIDE PUBLI % Export and Import 
q ° 
wh na i DNTERAATIO ial Information 
Reference Numbers t Oil nem 






WASTE TIME 
We eliminate them. 





1355 pages of vital 
shipping information 


All Shipping Information in One Bound Volume 


With Quarterly Supplements thereto 
Only one Supplement in effect at any one time 


A Quick and Accurate Answer 
to Any Shipping or Routing Problem 


All towns listed Alphabetically by States 


Endorsed by Nationally Known Traffic Authorities 


A request on your letterhead will put this 
Guide on your desk on five day approval 


Representatives with trafficexperience and acquaintance 
wanted everywhere 


INTERNATIONAL GUIDE PUBLISHING CO., Inc. 


805-807 Phoenix Bldg. MINNEAPOLIS, MINN. 
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Consolidators of machinery, mer- 
chandise, household goods, auto- 
mobiles, etc., for more than 25 
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The Evolution of Transportation “ ‘aia fon 7 ) ; . h yt bate 
1. The Indian Travois. . 
2. The Oxcart. 
3. The Stage Coach. 
4. The First Railroad Train. 





Minnesota’s First Railroad) 
In Covered Wagon Days 


HE FIRST Railroad in Minnesota was built in 1861 during the ““Covered Wagon” days and is one 
of the lines which formed the nucleus of the present Great Northern system. 


The Great Northern Railway has progressed from a line 180 miles in length in 1870 to over 8,000 
miles at the present time, progress made possible only by keeping abreast of the times and by meeting the | 


constant and increasing demands for adequate freight and passenger service from the fast growing | 
Northwest. 


The Great Northern Railway expended in 1923, over 31 millions of dollars in a program of im- | 
provements designed to keep this railroad ‘‘FIRST”’’ today as in the days of 61. ; 


That it might be FIRST in passenger service to the Northwest, 
the Great Northern Railway placed in operation this year, the brand 
new steel, Oriental Limited specially Pullman equipped, As Won- 
derful As the Country It Serves, A train of superlative service, Com- 
plete in every detail, dependable, delightful, different. Oil burning 
for over 1,100 scenic miles it supplies swift smooth transportation 
without a trace of soot or cinders. The longest cinderless mileage of 
any railroad in the Northwest. 





5. The New Modern Steel, Pullman Equipped 
“Oriental Limited”’ ae 


No Extra Fare 


Great Northern 
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“Your consuming Markets 


WE BRIDGE THE GAP 


M® TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


ge nnsy LVA Ny, 
RAILROAD 
SYSTEM 


Western Wanheutne Co., _L Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. . 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. 


Philadelphia Tidewater Terminal, Philadelphia, P. 
Keystone Warehouse Co., Buffalo, N. Y. . 
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Philadelphia Rotterdam 
en oe aan New York, Boston, New York to Amsterdam 
heteaeincaaeaiieas London Baltimore A Sailing every Twenty Days 

Baltimore to Hull i i 
Hampton Roads in Leith to —— = to Antwerp 

Two Sailings a Month 3 Copenhagen and ” 

; London z Two Sailings a Month 
onan 7” Ba 9 Helsingfors Baltimore Rotterdam 
ston i 
_Two Sailings a Month Two Sailings a Month —* Roads to Antwerp 
oston 


MOORE & McCORMACK CO.,' 


Inc.) 2 
New York City 
Managing Operators 


J. H. WINCHESTER & CO., (Inc.) 
17 Battery Place New York City | 5 Broadway 
Managing Operators 


Two Sailings a Month 
BLACK DIAMOND STEAMSHIP CORP., 
67 Exchange Place New York City 
Managing Operators 


EXPORT S. S. CORP. 


North Atlantic Ports to all Mediter- 
ranean Portsincluding Adriatic, Black 





































BULL LINES 


North Atlantic Ports 


COSMOPOLITAN LINES 


New York to Rotterdam 
A Sailing every Twenty Days 

















one Sea and Levant Ports, French Med- 
altimore ° 
to ; ra ne ian iterranean, West Coast of Italy. 
South and East African Ports Philadelphia to Dunkirk Two Sailings a Month ‘ 
eesti ta New Yok North African Ports with Mediter- 
onthly Sailings 








Three Sailings a Month 


Philadelphia Bordeaux 
New York St. Nazaire 


ranean or Adriatic Ports as offers. 
Monthly Sailings 

Greek, Black Sea Ports and Constan- 

tinople. Monthly Sailings 

Malta, Greek Syrian Coast Ports and 

Alexandria. Two Sailings a Month 


THE EXPORT S. S. CORP., 


25 Broadway New York City 
Managing Operators 


West African Ports 
Monthly Sailings 





to 






A Sailing every Twenty Days 
COSMOPOLITAN SHIPPING CO., 


(inc.) , 
42 Broadway New York City 
Managing Operators 










A. H. BULL & COMPANY 
40 West Street New York City 


Managing Operators 


ORIOLE LINES 


























UNITED STATES LINES| YANKEE LINE 






5 neato 4 ecg 
ampton Roads_ to ardi 
Baltimore Avonmouth New York to Southampton 





Baltimore, Hampton Roads, 
Two Sailings a Month 


A Sailing every Three Weeks 









Philadelphia, Boston 
Liverpool 
Baltimore — Manchester New York to 
—" — se to Hamburg and Bremen 
New York a Bremen 
or 


Two Sailings a Month 
Weekly Sailings 
CONSOLIDATED NAVIGATION CO. UNITED STATES LINES 
22 Light Street Baltimore, Maryland 45 Broadway New York City 
Managing Operators Managing Operators 


A Sailing every Ten Days 





ROGERS & WEBB 
110 State Street Boston, Mass. 











Managing Operators 





For sailing dates and general information call or write the operators or 


J. T. SMITH 
1417— 1st Nat’l Bank Bldg., Detroit, Mich. 


R. J. WHITMIRE 
314—2nd Ave., South, Minneapolis, Minn. 


J. S. HOUSTON 
218-20 Cotton Exchange Bldg., Memphis,Tenn. 






G. M. BUSH 
519-20 N.Y. Life Bldg., Kansas City, Mo. 


F. L. JORDAN 
921-922 Planters Bldg., St. Louis, Mo. 


T. PARK HAY 
827-8 Marquette Bldg., Chicago, III. 









United States Shipping Board Fleet Corporation 
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SANTA FE $5,000,000 TERMINAL BUILDING 
The Best Known Business Address in Dallas 


Its appearance, exterior and interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 
this structure the logical location from which to serve this Trade Area—A Centralized Market for 
Southwestern Buyers. 











The location is a time-saving eie- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 








UNIT 1—WNineteen-story modern 
office building and adjoining ten- 
story display room portion. 
















UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 










UNIT 3—Cold storage warehouse 
for perishable products—1,500,000 
cubic feet capacity. 






UNIT 4, to be occupied by National 
Distributors. 








With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 








Contract for space by applying to 


DALLAS TRANSFER COMPANY, DALLAS 
SOUTHERN ICE & UTILITIES COMPANY, DALLAS 
TERMINAL BUILDING CORPORATION OF DALLAS 
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Kicks ; 


cor two frogs fell into a jar of 
cream. They kicked and kicked 
but could not get out. Then said one: 
“It’s no use to kick any longer. I shall 
give up andsink.”” Answered the other: 
“T shall not. I intend to kick as long as 
there isa kick leftin me.”” Which he did 
—churned the cream into butter— 
crawled out on the top of the lump— 
and so made his escape. Moral: Who- 
soever has a kick, let him kick. 


F ever you feel you have a complaint 

against this company, you will do us 
a favor by giving us knowledge of it, 
thus affording us the opportunity to 
correct whatever is wrong or explain 
to you what may only seem. wrong. 


If you have complaints or suggestions 
or questions, see or write the nearest 
Southern Pacific agent and be assured 
of prompt attention. 


&) Address ‘‘General Agent, Southern Pacific Lines’’ 


— The Postman Knows Him & 
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Where to reach them 





NE YEAS 
Sx MON 
THREE M 








418-430 
Cc 
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